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The Hall Automatic Electric Railroad Signals. 
BY THOMAS F, KRAJEWSKI, M, E. 


The “block system” has been generally acknowledged by 
competent authorities as the safest system for working rail- 
road signals and conducting traffic. Notwithstanding this 
fact, it is used to only a very limited extent on even our 
busiest railroads. 

If we inquire into the reason fer this, we shall find that it 
is largely due to the imperfection of most of the appliances 
which are used in operating this system, and that they do 
not completely eliminate errors and thus make it practically 
infallible. Late improvements in these appliances—such as 
the apparatus of Messrs. Saxby & Farmer, known as the 
“union of the block and interlocking systems” and the 

‘ electro-semaphores” used on some of the French railroads— 
which have been described in these pages, have contributed 
greatly toward perfection, and thus, it is thought, should 


The disk of the first is red, and that of the 
second is blue; but this difference is not  essen- 
tial to the system, and both of them can be of the same 
color, From the difference in names of the two signals, it 
should not be concluded that the one when displayed means | 
danger, while the other when displayed means safety, as | 
either of them in this position is the signal of danger, and | 
thus stops the advance of atrain. The name of ‘safety | 
signal” was given to the one because it gives the means of | 
a constant control of the working order of the apparatus, 
which must be observed by the locomotive driver. Any de-| 
rangement of the signals, being thus easily discovered by the | 
first train passing, would be reported at the nearest station— 
the train having passed over the section cautiously—and the 
damage could be speedily repaired. 








tracks, and a roadway crossing, On either track, about a 
mile each way from the station, is seen a track instrument 
marked ‘Strikes bell at road crossing,” A train passing 
over one of these instruments closes a circuit which strikes 
an electric bell ut the watchman’s house at the road cross- 
ing, notifying the watchman of the approach of a train, 
and he then closes the roadway against ordinary traffic. 
The use of the locomotive steam whistle is thus replaced 
by an electric bell. The approach to the depot is protected 
by two distant signals, the ‘‘danger” and the “ safety 
signal,” in exactly the same manner as the entrance to a 
block section on the open road, as described above. But, it 
being advisable that the station agent and the passengers 
be notified in time of the approach of a train, the reversal 
of the signals from safety to danger causes an electric bell, 





The signals are acted on by electric currents, being con- | placed at the station, to strike, Each line has a separate 
nected by wires with a battery. At alltimes, when one of bell. These bells, being of distinctive tones, indicate also the 
the two signals is displayed, the other is hidden from view— | directions from which the trains approach. This is another 
the change of the position of one of the signals causing the |instance of the suppression of the use of the steam 


be described below. 





** down line,” have their ‘‘ danger signals” hidden, and the 
“ safety signals” displayed, as indicated by the black spots 
| in the engraving. This position of the signals indicates that the 





reversal of the other. The way in which this is effected will | 


An examination of ‘the plan, fig. 1, will show that the | 
signals at C and D on the * up line,” and at Mand N on the | 


whistle. 

The track instruments which open the way to the depot, 
are placed at the other extremities of the depot, as shown in 
the plan. 

‘To enable the station agent to operate the distant signals 


from the station—the necessity of which may sometimes 


arise, as, for instance, when the passengers are crossing the 


have overcome the objection to the introduction of the block | corresponding sections are not occupied, and that trains may | “ wp line” to take the ‘down line” train, in which case the 


system. 


| therefore run over them. The signals at B have just the reverse 


‘‘up line” should be closed—a hand instrument ise placed 


There is, however, still another and probably even | position, in consequence of the section 6 C being occupied by | there, with which the signals can be seteither at @anger or 













































































Figure 1. 
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stronger objection, which is purely econominal. New ap- 
pliances require an outlay of capital; and the cost of main- 
taining and operating them would swell considerably the 
working expenses of a railroad. It is this last expense to 
which the managers of our roads are mostly averse. In 
furope the great number of watchmen employed on rail- 
roads—as, for instance, in France in connection with electro- 
semaphores—is advantageously used to attend to the signals 
also, but the small number of employés of this class on our 
roads would make it necessary to engage new men for this 
work, 

We will not discuss here whether this extra expense would 


be repaid in‘the end, but attention will be called to the ; 


efforts of American inventors to annul this obstacle in the 
progress of the system, by devising such appliances as will 
act automatically without the intervention of attendants. 

Such automatic signals, invented by Mr. Thos. 8. Hall, 
are already in operation on some of the New England rail- 
roads. They combine the block with the interlocking sys- 
tem, and have been worked out with remarkable inventive 
skill. 

The manner in which they are operated being different from 
that of other signals purporting to have the same object, it 
needs to be understood before the mechanism of the appara- 
tus can be clearly comprehended. For this purpose, plans 
of a portion of the open road, between stations, and also at 
a station, with some side-tracks, are represented in figs. 1 
and 2, respectively. 

Referring to fig. 1, each line is divided into sections, at 
the entrance of each of which are erected two signals: 
one called the ‘“‘danger signal,” and the other the “safety 
signal.” The form of these signals will be shown in detail 
drawings, and now it will suffice to say that they are of the 
disk form, visible, when displayed, through circular open- 
ings made in boxes in which they are inclosed. They are 
placed on posts of sufficient height to .be conspicuous. The 
‘danger signal” is placed immediately at the entrance toa 
section, and the “safety signal” some 1,000 feet farther. 


HALL’S AUTOMATIC RAILWAY SIGNALS, 


atrain. Ifa train on the séction A B were now to arrive! 
at B, it would find that the ‘‘ danger signal”—which is the 

first which would be seen—was displayed, and thus the sec- 

tion B C would be blocked. But the first train, which then 

occupies the section B C, arriving at C, finds the ‘ danger 

signal ” hidden from view ; it therefore advances and enters 

the section CD, At the moment when the train enters this 

new section, the following action occurs: The ‘danger 

signal” at C displays itself, and the change of its position 

causes a change of position of the “safety signal,” The 

train arriving next in sight of the “‘ safety signal,” and find- 

ing it hidden from view, does not stop, but proceeds further. | 
This position of the ‘‘ safety signal” indicates to the engine- 
man that the ‘‘ danger signal ” behind him has been displayed 
| to protect his train. Should he, however, find the “safety 
| signal” displayed on his approach to it, he would know that 
| something was wrong with the apparatus, and would proceed 
cautiously over this section, reporting the derangement at 
| the nearest station, 

| This reversal of the signals is effected by means of an 
| electric current, closed by the action of a wheel of the pass- 
| ing train which depresses a lever of a ‘ track-instrument” 
| (see in fig. 1, “ track-instrument closes section CD”), This 
| track-instrument is placed in close proximity to the ‘‘ danger 
signal.” Although the train has entered the section C D, the 
section B C remains still closed by the undisturbed position of 
the signals at B, and it is not until the train reaches a second 
track-instrument (see in fig. 1, ‘‘track-instrument opens 
section B C”), which is placed about 1,600 feet from C, that 
a circuit acting on the signals at B reverses their position, | 
and thus opens the section B C for traffic. 





hind i, opened for a succeeding train. 
The same operation continues along the whole line as the | 
train proceeds from section to section. 
In fig. 2 is illustrated the application of Hall’s signals to a 
depot which possesses several switches, side and cross-over 





safety. The instrument is locked, and the key of it is in the 
possession of the agent, 

The switches are interlocked with the distant signals, 
by means of “switch instruments,” in such man- 
ner, that whenever a _ switch is set wrong to 
one of the main lines, the respective signals will 
display danger—if they were not previously in that position 
—and remain so, unaffected either by the track or the hand 
instrument, until the switch is set back for the main hne, 
when the signals will be set automatically to safety. Should 
a switch be placed at a long distance behind the station, in 
order not to prevent a train from approaching the station, a 
special switch signal, operated by the instrument of this dis- 
tant switch, may beerected. Such special switch signal is 
shown in the plan on the left-hand side of the station, which 
is operated by the instrument of the second switch, connect- 
ing the side-track with the “‘ up line,” as marked, There is 
a three-throw switch on the ** down line,” to the left of the 
station, which communicates with a side and a cross-over 
track. The instrument connected with this switch sete the 
**down line” distant signals at danger, whichever way the 
switch is thrown wrong to the main line, 

(TO BE CONTINUED.) 
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Sontributions. , 


The Jackson Collision. 


To THE EpITOR OF THE RAILROAD GAZETTE : 
Although I have not read very fully the accounts of the 


| Jackson accident on the Michigan Central Railroad, and of 
It will be noted here that the train is already well pro- | the after investigation, I gather from what [ have read—in- 
tected by the signals from the rear, when the section be- | cluding your own article of the 17th iust.—that the conduct- 


or of the train switching, or the engineer of the same if there 
was no conductor proper, did pot follow what seems to be 


| one of the most vital rules of railroad operation, viz., “to 


protect his train when occupying the main track for any 
other purpose than running over it on his regular time clear 
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864 
of the time of regular or delayed trains of a superior class, 
by danger signals placed at a proper distance.” 

Therein it seems to me is the gist of the matter as in the 
Wollaston accident on the Old Colony road. 

The narrowness of the directots of a road may prevent the 
manager from erecting distance signals. The exigencies of 
operation may reqtire freight trains to get out on the main 
track in the way of delayed trains, but if the above rule is 
enforced, no accident can occur in any such case as the Jack- 
son one, and unless there was some very unusual evidence 
developed in the Jackson testimony bearing on this point, it 
seems to me, therefore, that tle person actually in charge of 
the switching train, conductor or engineer as the case may 
be, was in this case, as at Wollaston, the oné to blame. 

SAFETY. 





Train Atéidents if September. 


The following accidents are included in our record for the 
month of September: 
REAR COLLISIONS: 


On the morning of the 1st a freight train on the Central 
Railroad of New Jersey, ran into a coal train which was 
over from the east to the west-bound track at 
Bloomsbury, N. J. The freight engine and several coal cars 
were damaged, 


On the afternoon of the 3d a car broke loose from a 
freight train on the Pennsylvania road in Allegheny, Pa., 
and ran back down a e into a siding and struck another 
car standing there, wrec cars. 

On the Sth, as a freight on the Boston & Albany 
road was going up the long pratnenore Washington, Mass., 
two sections first one of 18 cars and then one of nine cars 
broke loose from the train of 85 cars, just as it reached the 
top of the grade. The train hands gave up at once for lost 
as the road is full of sharp curves and steep embankments. 
But when the nee of the pusher that had helped them 
up the hill saw what was coming he graduated his s 80 
as to gradually catch the 18 cars section, and finally man- 
aged, near Chester, 15 miles from the summit, to let the mid- 
die section strike him with the breaking of only the adjoin- 
ing ends of two empty cars. Then reversing his engine the 
runaways were stop by Chester depot. An extraordi- 
nary feature was that one of the cars jumped the track and 
jumped on again without damage. 

On the afternoon of the 5th a passenger train on the Ger- 
mantown Branch of the Philadelphia & Reading road struck 
a freight car which had been left too near the main track on 
the end of a siding at Shawmont, Pa, The smoking car had 
one side torn out and a brakeman and a passenger were 
slightly hurt b flying splinters. 

On the morning of the 8th a freight train on the Pennsyl- 
vania Railroad broke in two near Monmouth Junction, N 
and the rear cars afterward ran into the forward ones, 
wrecking four cars, and blocking the road for a time. 

On the morning of the 8th a freight train on the Delaware 
Railroad struck a car which had been blown out of a siding 
at State Road, Del., by a high wind. The engine was 
slightly damaged, 

dn the morning of the 9tb a freight train on the Troy & 
Greenfield roud ran in upon a ng at North Adams, 
Mass., and ran into some cars 5 ng there, damaging 
three of them badly. 

On the 10th a freight train on the Hannibal & St. Joseph 
road ran into the rear of a preceding freight near Harlem, 
Mo., damaging several cars, and blocking the road two 
hours. 

Very early on the morning of the 13th a freight train on 
the Pameyiventa Railroad ran into the rear of preced- 
ing freight at Loyalha Pa., wrecking several cars, injur- 
ing the engineer, and bloc the road five hours. 

Early on the morning of the 18th a freight train on the 
New York, Lake Erie & Western road broke in two near 
Chester, N. Y., and the rear section afterward ran into the 
forward one, wrecking several cars and blocking the road 
four hours. 

On the night of the 18th the engine of a coal train on the 
Central Railroad of New J ong! which was running ahead of 
its train to the water tank at jen Gardner, N. J., ran into 
the rear of a preceding coal train, which had stopped at the 
tank. The engine was stopped with but slight damage, but 
its detached train came up and forced it upon the preceding 
train, wrecking the caboose. 

On the 14tha freight train on the Terre Haute & Indian- 
apolis road ran ae some cars =— ned teckee loose from . 
receding freight train near Amo, In @ engine an 
aeveral an whe badly broken and the road blocked three 

hours. 

On the 16th a freight train on the Southern Pacific road 
broke in two near Jose, Cal., and an extra train ran 
into the detached cars, doing some damage. 

On the evening of the 17th a freight train on the Baltimore 
& Ohio road ran into the rear of a as freight near 
Union Dam, Md., breaking several cars and blocking the 
road three hours. 

On the night of the 17th a freight train on the East Boston 
Branch of the Eastern Railroad ran into some cars standin 
on the track near Revere, Mass., wrecking the “— an 
several cars badly, blocking the track six hours. e fire- 
man was slightly hurt, A preceding freight train in taking 
cars from the siding is suppcees to have started the remain- 
ing cars so that they ran back down grade and over a Tyler 
safety switch upon the main line. 

On the 18th a freight train on the New York & New Eng- 
land road ran over a misplaced switch and into some freight 
cars standing on a siding at New Britain, Conn. But little 
damage was done, E 

On the 18ch a passenger train on the St. Louis, Keokuk & 
Northwestern road ran over a misplaced switch and into some 
freight cars standing on a siding at Love’s, Mo. The engine 
and several cars were badly d 

Early on the morning of the 19th a passenger train on the 
Grand Rapids & Indiana road ran into the rear of a freight 
train at Tustin, Mich, The engine and two freight cars were 

damaged, the caboose wrecked. There was a thick fog at 
the time. 

On the night of the 22d a passenger train on the Chicago 
& Alton road ran into the rear of a frei, train near Sag 
Bridge, I., wrecking one car and injuring two tramps 

r train on the 


who were stealing a ride. 

On the morning of the 24th, asa passenge’ 

Atlantic & Great Western road was standing at the depot in 
Cleveland, O., an engine that was doing some switching 
backed into the passenger engine, doing some damage to 
both and blocking the track one hour. 

On the 24th a passenger train on the St. Louis, Kansas 
City & Northern road ran into the rear of a freight which 
had gone upon a siding, at Centralia, Mo., leaving one car 
projecting over upon main track. — the cars 
were damaged a hair car was y broken, 
injuring seven passe! 


ngers. 
n the evening of the 26th a local passenger train on the | h 


New York, New Haven & Hartford road ran into the rear 
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of a freight trairi which had been stopped near Rye, N. Y., 
by the derailment of a car. The engine and one or two cars 
were damageil. It does not appear whether any signals 
were out or not. 

On the morning of the 27th a freight train on the Phila- 
delphia & Reading road ran into the rear of a repair train 
near Douglasville, Pa. The repair-train caboose was 
wrecked, the conductor and a laborer killed and another man 
badly hurt. There was a thick fog at the time. 

On the morning of the 28th a freight train on the New 
York, Lake Erie & Western toad broke in two near Ox- 
ford, N. Y., and the rear section afterward ran into the for- 
“poo one, wrecking three cars and blocking the road five 

ours, 

On the evening of the 30th an Indianapolis, Cincinnati & 
La Fayette freight train ran into an Indiana, Bloomington & 
Western freight in Indianapolis, Ind., wrecking a freight 
car. ' 


BUTTING COLLISIONS. 


On the night of the 1st there was a butting collision be- 
tween two freight trains at Reelsville, Ind., on the Terre 
Haute & Indianapolis road, by which both engines and sev- 
eral cars were damaged. 

Onthe morning of the 3d there was a butting collision 
between a passenger and a freight train on the Connecticut 
— road at Mt. Tom, Mass. The freight engine was badly 

maged. 

On the 9th there was a buttiug collision between a passen- 
ger and a freight train on the Denver, South Park & Pacific 
road, on a curve near Kenosha Summit, Col., by which slight 
damage was done. The accident is said to have been caused 
by a variation in the conductors’ watches, 

On the 9th a passenger train on the New York Elevated 
road ran over a misplaced switch and into the head of a 

senger train on the opposite track. Both engines were 
yadly damaged. The accident occurred at the 125th street 
station in New York. 
On the night of the 11th a passenger train on the Pitts- 
burgh, Cincinnati & St. Louis road ran into the head of 
another passenger train, which was just going into a siding 
at Urbana, O., where the two trains were to pass. Both 
engines were badly damaged. A postal clerk jumped from 
his car and was hurt. 
On the afternoon of the 14th a yard engine running down 
one fork of the Y track near the Union Depot in Cleveland, 
O., on the Lake Shore & Michigan Southern road, ran into 
the middle of a freight train which was going up the other 
fork. The engine and two freight cars were badly broken. 
The yard engineer, it is said, misunderstood the signals and 
thought he was to go on. 
On the 15th there was a butting collision between a freigh 
and a construction train on the St. Louis, [ron Mountain & 
Southern road, near Gurdon, Ark., by which both engines 
and 11 cars were damaged. 
* On the 21st there was a butting collision between two 
freight trains on the Southern Minnesota road near Money 
Creek, Minn., by which both engines and several cars were 
badly broken. The accident is said to have been caused by 
the carelessness of an operator at a station, who failed to 
deliver an order received for one of the trains. 

About 4:30 p. m. on the 24th, on the Mobile & Montgom 
ery road, between McGehee switch and Montgomery, Ala., 
there was a butting collision between a freight and a gravel 
train. Both engines were badly wrecked, the gravel train 
engine having both cylinder heads broken up, the boiler al- 
most destroyed, and the tender a complete wreck. The 
freight engine was also badly damaged. The section-master 
and two gravel-train laborers were hurt, but the engineers 
and firemen escaped by jumping. The collision is supposed t 
have been caused by a misunderstand of the train-dispatch 
er’s orders. 

On the 26th there was a butting collision between two 
freight trains on the Grand Trunk Railway, near Guelph, 
Ont., by which both engines and several cars were dam- 
aged, and a tramp, who was stealing a ride, was fatally 
hurt. A car loaded with oil caught fire, and eight cars were 
burned up. 

CROSSING COLLISION, 


On the morning of the 24th a passenger train on the Bos- 
ton & Maine road ran into a freight train on the Eastern 
road at the Know Nothing crossing at Scarboro, Me. Three 
freight cars were thrown over and badly damaged, and the 
Boston & Maine engine was upset and badly broken, injur- 
ing the engineer severely. Both roads were blocked four 
hours. The proper signals were displayed, but a fog pre- 
vented their being seen. The Boston & Maine engineer is 
said to have stopped as usual, and then started on again, 
taking it for granted that the crossing was clear, although 
he could not see the signals. 


DERAILMENTS, BROKEN RAIL. 


On the 15th several cars of a freight train on the Atchi- 
son, Topeka & Santa Fe road were thrown from the track 
near Lakin, Kan., by a broken rail. Several cars were 
wrecked, and two passengers in the caboose badly hurt. 

Very early on the morning of the 21st a freight train on 
Louisville, New Albany & Chieane road arack a broken 
rail near Providence, Ind. The engine passed over, but 
nine cars were thrown from the track and two of them badly 
broken. 

On the morning of the 25th a passenger train on the Dela- 
ware, Lackawanna & Western road broke a rail near Wood’s 
Corners, N. Y. The engine passed over, but the baggage 
car was thrown across the track and badly broken, and 
several other cars were damaged. The road was blocked 
three hours. 

DERAILMENTS, BROKEN AXLE. 

On the morning of the Sth a car im a freight train on the 
Pittsburgh, Cincinnati & St. Louis road was thrown from 
the track by a broken axle in the yard in Indianapolis, Ind. 
A brakesman was thrown down between two cars and killed. 

On the evening of the 26th a flat car, loaded with a small 
locomotive, in a freight train on the New York, Hew Haven 
& Hartford road, was thrown from the track near Rye, N. 
Y., by the breaking of an axle, blocking one track for some 
time. 

DERAILMENT, BROKEN TRUCK. 

On the 10th a ballast trainon the New York & New Eng- 
land road was thrown from the track near Hyde Park, 
Mass., by the breaking of a truck. Several cars were 
wrecked and a brakeman hurt. 

DERAILMENT, ACCIDENTAL OBSTRUCTION, 

On the night of the 12th three cars of a freight train on 
the Indianapolis & St. Louis road were thrown from the 
track at Reno, Ind., by a stone which dropped from a flat 
car on the rails. A brakeman was hurt. 

DERAILMENTS, CATTLE. 

On the 3d a freight train on the Northern Pacific road 
ran over some cattle near Clark, Dak., and several cars were 
thrown from the track, blocking the road some time. 

On the evening of the 9th a passenger train on the Ashue- 
lot road struck an ox near Winchester, N. H., and the engine 
was thrown down a bank and badly broken, the two cars 
leaving the track, but staying on the bank. The fireman was 





urt. 
On the night of the 9th a freight train on the Norther-- 
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Pacific road ran into a herd of cattle near Bismarck, Dak., 
and several cars were thrown from the track. 

On the afternoon of the 10th a passenger train on the 
Toledo, Peoria & Warsaw road ran into some cattle near 
Glasford, Ill., and the engine was thrown from the track, 
blocking the road 31, hours. 

On the night of the 15th a freight train on the Pennsyl- 
vania Railroad ran over an ox which had strayed on the 
track at Torrens, Pa., and the engine was thrown from the 
track and somewhat damaged. 

On the morning of the 17th a passenger train on the St: 
Louis, Iron Mountain & Southern road ran over some cattle 
near Knobel, Ark:, and the engine and two cars were 
thrown fromthe track. The engineer was thrown off and 
struck a stump, breaking his leg. 

On the evening of the 19th a construction train on the 
Western Counties road was thrown from the track near 
Bloomfield, N. 8., by running over a yoke of oxen. The 
train was thrown from the track, four flat cars badly broken 
and the contractor hurt. 

On the morning of the 27th a passenger train on the Pitts- 
burgh, Cincinnati & St. Louis road struck a horse which had 
strayed upon the track and stuck fast in a little bridge near 
Converse, O. The engine went across the bridge and upset 
down a bank with three cars after it, the baggage car 
eter agy and going down the other side of the embank- 
ment. The fireman was badly hurt, but no passenger was 
injured beyond a few bruises. 

On the 29th a passenger train on the Richmond & Dan- 
ville road ran over a cow in Danville, Va. Two cars were 
thrown from the track, but, after running some distance 
they jumped back on the rails again, just before reaching a 
small bridge. 

DERAILMENT, WASH-OUT. 


On the Ist a passenger train on on the Chicago, St. Louis 
& New Orleans road ran intoa wash-out near Jackson, 
Miss., and was wrecked. 


DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 10th the engine of a local passenger 
train on the Central Pacific road was thrown from the track 
by a misplaced switch in Oakland, Cal., blocking the road 
two hours. 

On the night of the 18th a passenger train on the Conway 
Division of the Eastern Railroad ran off a misplaced switch 
at Ossipee, N. H., blocking the road three hours. 

On the night of the 17th a passenger train on the Metro- 
politan Branch of the Baltimore & Ohio road was thrown 
from the track at Silver Springs, D. C., by a misplaced 
switch. The engine went down a bank and was badly 
broken, the baggage car and two express cars were piled up 
together and weed. The express messenger was badly 
injured, a postal clerk and one passenger slightly hurt. 

On the 24th a freight train on the Central Pacific road was 
thrown from the track by a misplaced switch at Brighton, 
Cal. lt had two engines, one being upset into the ditch, and 
both badly damaged. One engineer was badly scalded. 

On the morning of the 24th a passenger train on the Utica, 
Ithaca & Elmira road was thrown from the track near 
Horseheads, N. Y., by a misplaced switch. The engine was 
dr ta the engineer badly scalded and the fireman also 

urt. 

On the evening of the 25th five cars of a coal train on the 
Cincinnati Southern road were thrown from the track near 
Lexington, Ky., by a misplaced switch, and went down a 
bank. Three boys, who were stealing a ride, were hurt. 

DERAILMENTS WITH MALICIOUS INTENT. 

Very early on the morning of the 7th a freight train on the 
Wabash road ran over a misplaced switch and upon a blind 
siding near Edwardsville, I]. The train went through the 
siding and off the end of it, the engine jumped down into a 
deep gully and 13 cars were piled up on top of it in a very 
bad wreck, The engineer anda brakeman were killed, the 
fireman badly hurt. 
purposely set wrong. 

On the night of the 15th a passenger train on the Chicago, 
Burlington & Quincy road was thrown from the track near 
Eubanks, Ill., by a tie which had been fastened to the rails. 
The engine and baggage car were wrecked and one passenger 
car left the track. The fireman was killed, the engineer, 
two postal clerks and three train-men hurt. 

On the night of the 29th a freight train on the Georgia 
Railroad ran into a rail which had been placed across the 
track, and the engine was thrown from the track and dam- 
aged. A negro was afterward arrested on charge of placing 
the obstruction. 


The switch is believed to have been 


DERAILMENTS, UNEXPLAINED AND MISCELLANEOUS, 


On the 3d two cars of a freight train on the New York 
Central & Hudson River road ran of the track at Waterloo, 
N. Y., as the train was switching there. 

On the afternoon of the 7th a car of a freight train on 
the Pennsylvania Railroad ran off the track near Waverley, 
N. J., causing some delay of trains. 

On the morning of the 9th six cars of a freight train on the 
Louisville, Cincinnati & Lexington road ran off the track 
near Lexington, Ky., doing some damage. 

On the 12th a car of a freight train on the Winona & St. 
Peter road ran off the track at Nicollet, Minn., blocking the 
road an hour. 

On the morning of the 13th three cars of a freight train 
on the Philadelphia, Wilmington & Baltimore road ran off 
the track near Perryville, Md. The cars ran across the op- 
posite track, blocking both tracks for two hours. 

On the morning of the 15th, as a freight train on the Cen- 
tral Railroad of New Jersey was backing into a siding at 
Plainfield, N. J., it went too farand a car was thrown over 
the end of the siding and down a bank into the middle of a 
street. 

On the afternoon of the 15th the engine and five cars of a 
freight train on the Boston & Albany road ran off the track 
near Chester, Mass., blocking the road two hours. 

Very early on the morning of the 16th the engine and two 
cars of a freight train on the New York, Lake Erie & West- 
ern road ran off the track at Greycourt, N. Y., blocking 
both tracks for several hours. 

On the 20th a freight train on the Indianapolis, Cincin nati 
& LaFayette road ran off the track near Lawrenceburg Junc- 
tion, Ind. Six cars were thrown from the track and two of 
them went into the depot, tearing away one side of it. A 
brakeman was badly hurt. 

On the afternoon of the 21st a freight train on the Pitts- 
burgh, Ft. Wayne & Chicago road ran off the track on a 
siding at Warsaw, Ind., causing a short delay. 

On the evening of the 22d a passenger train on the Chicago 
& Alton road ran off the track in Chicago, II, delaying 
trains two hours. 

On the morning of the 23d a freight train on the St. Paul 
& Sioux City road ran off the track near Merriam Junction, 
Minn., blocking the road some time. 

On the night of the 25th two cars of a freigbt train on the 
Pennsylvania Railroad ran off the track near Nineveh, Pa., 
causing some delay of trains. 

BOILER EXPLOSION, 

On the morning of the 27th the boiler of a freight engine 
on the Baltimore & Ohio road exploded when the train was 
near Marriottsville, Md. The engine was thrown over by the 
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force of the explosion; the crown-sheet Was torn off, and the 
te-bars were found 200 yards away. The fireman was 
atally scalded, the engineer was thrown through the cab 
windows but only slightly burt. The boiler had been in use 
several years, but had recently been overhauled and was 
thought to be perfectly sound. It is said that the steam had 
fallen very low a short time before, and that the fire was 
being driven as hard as possible to bring the steam up. 
OTHER ACCIDENTS. 

On the morning of the 1st. as a passenger train on the 
Pennsylvania Railroad was near Monmouth Junction, N. J., 
a parallel rod broke on the engine, one‘of the ends tearing 
a hole in the boiler, while the other broke into, the cab, in- 
juring the engineer seriously. 

On the afternoon of the 34, as a passenger train on the 
Central Railroad of Georgia, was near Tomsboro, Ga., the 
tire broke on one of the driving wheels of the engine and one 
of the pieces broke through into the cab, bruising the engi- 
neer. The engine did not leave the track. . 

This a total of 78 accidents, whereby 8 persons were killed 
and 47 injured. Six uccidents caused the death of one or 
more persons each; 22 caused injury but not death, while in 
50, or 64.5 per cent. of the whole number, there is no injury 
noted serious enough for record. 

As compared with September, 1878, the number of acci- 
dents increased by two, but there is a decrease of 14 in the 
number killed, and of six in that injured. 

These accidents may be ciassed as to their nature and 
causes as follows : 

COLLISIONS : 


SM GEEOU  ccssacc cocceccceced 6Gbnseeeaee s aveeans 25 
PN GO 6s odne vecécccsceetebdwiie teanbentsuehaues 10 
CUR WOO a ano osc 0000 sssaveeSe eebbepeteaeagwenhees 1 
-— 36 
DERAILMENTS: 
EL il. o.ccsscncdechecnnss sasmenhenaahadmeneneatd b, 
ME TEE: nc nvvcsctie be-due> + esc cap aeakeaeineeEPenencenneas 2 
NE UNE, 0k codecccuscve’ ceseabenven wate dette. 1 
pe SP ere ee ee ee 1 
his 580 0000 c000s 06s obs dekebhnne he leeresss 500 9 
EEE Rr Poe rr re ce a EES 1 
I ND 0.55.0 9 nie 6.0'0:052059. +. elses eidies 6xntein one 6 
PMEDOGSET UWUEDIACEE SWIGOR......cccrccsccee ar0nes.crveccere 1 
i A os a0 ae sh0¢ Oma Ee EE Aeeedes cher eb 2 
ST OE = 5 1 
POUR Sick ounsd ovscctcd cobeen Ee Wcerdervets venues 12 
—39 
ee pean 6 iiiisca ds 6000s cb ek ka Ces can. cd sk keene 1 
Broken connecting rod .......... ssccoccseceees 1 





Broken tire not causing derailment 
Wc nncnsactemasesh®tinecoesoneatimacee ep aiaeieatene tee 78 
Seven collisions were caused by trains breaking in two ; 
three by misplaced switches; two by fog; two by careless- 
ness, in leaving cars on a siding projecting over on the main 
track; one each by a car blown out of a siding, by failure to 
use signals, and by mistake in orders. Sixteen accidents are 
traced directly to defect or failure of road or equipment. 
The division of accidents and casualties according to 
classes of trains may be stated as follows : 


Colli- Derail- Other ac- 
Accidents: sions. ments. cidents. Total. 
To passenger trains ........... 2 13 2 17 
To a passenger and afreight.. 12 a és 12 
To freight trains .... . ....... 22 26 1 49 
TOG 6.0 0cccccctteke. cocce 36 39 3 78 
Casualties: 
EEE ans» «nen ddceseeenine st 3 4 1 8 
BE srs tract odeosecess 19 25 3 47 
WOR Wot sees As 22 29 4 55 


This month the derailments caused the largest number of 
deaths and injuries. The casualties of the month were very 
light; there were no very fatal accidents, and many with 
only one injured. 

The usual causes of accident at this season were to some 
extent absent. Over a large part of the country, the 
weather last month was unusually dry and free from sudden 
storms; and, accordingly, there was only one washout and 
no land slides; no broken bridges, either, which frequently 
follow sudden freshets. Cattle on track are many, as 
are common at this season, when more. liberty is usually al- 
lowed them in farming districts, most of the crops being 
gathered and home pasture commencing to grow scanty. 
Carelessly misplaced switches are responsible for six derail- 
ments and three collisiois—nine accidents in all—enough to 
be ashamed of, surely, but an improvement on the previous 
month. The notable feature of the month is the unusual 
proportion of collisions. Month by month the collisions re- 
corded in these columns will be found to vary not far from 
one-third of the whole number of accidents; but in Septem- 
ber they were nearer one-half than one-third. Perhaps an 
unusual press of traffic may account for this, more extra 
trains being in motionon many roads, with some resulting 
confusion. Three malicious derailments are recorded; two 
by obstructions on the rails, and one by a misplaced switch. 

It may be of some interest to note that 25 accidents took 
place in the evening, night, or very early morning, that is, 
in the hours of darkness; 33 happened by daylight, while 
in 20 cases the time of day is not definitely fixed by our 
accounts. 

For the year ending with September the record is as fol- 


lows: 
Number 
of accidents. Killed. Sutures. 
SS as cove oe ccchak oenccee acs uaeee 61 35 163 
eo, Re Se eer ees 68 15 54 
oS Siar moet ee 63 16 58 
I ibis. cs Sarvenswunncsdlkateadeiae lk: 23 90 
DE oss sini enblniesti aesananhataiedie 88 11 75 
inci tans ocgoaccieictarite + satnindante 61 14 50 
aa rditenb inc te-ommeeaiin Sedaaennt asad 50 4 2 
eee ig + ce EO 37 5 20 
GOs og cs sks Tee EES ck BRRk On 18 55 
Ge Rs icesevtiiees Bbwawreeee 81 14 5A 
MOB hii nds 16s pssedhe aous eee 79 19 59 
OU tadrbknbieendcéccdtnecueeee 78 8 47 
Di nnetntehdiesiibes <dncteneiamnal 843 182 752 
Total, same months, 1877-78.... ....... 779 20) 689 


The averages per day for the month were 2.60 accidents, 
0.27 killed, and 1.57 injured; for the year they were 2.31 
accidents, 0.50 killed, and 2.06 injured. The average casu- 
alties per accident were, for the month, 0.103 killed and 
0.603 injured; for the year, 0.216 killed, and 0.893 injured. 
The month was exceptionally light in casualties. 
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THE PRESIDENT.—The next question before the meetingfis 
upon switches, I would call upon Mr. W. H. Canniff. 

Mr. W. H. Cannirr.—I hardly know how to address the 
meeting on this question, On the Lake Shore we are only 
using, at the present time, the Tyler safety-switch. It is em- 
ployed on all our main-line switches. My experience only 
extends as to that switch. Ido not know that I could say 
anything of interest on the subject. 

Mr. WiswELL.—What is the most trouble you have with 
that switch. 

Mr, W. H. Cannirr.—I think the contraction and expan- 
sion troubles us the most. They are quite heavy to throw, 
and require care to keep them up, though [ am. satisfied 
in many cases it has saved us severe accidents. Passenger 
= have run over the switch, and kept on the track all 
right. P 

As to the wear of switches, a great deal depends upon the 
care taken in keeping them up; however, I am satisfied our 
opinions in the matter are not of any great account. If we 
can get at the facts, the statistics, the length of time our 
switches have been in, the amount of traffic passing over 
them, and so come to some better conclusion, the Association 
would receive a substantial benefit. 

Mr. ARMSTRONG, —I would like to know the cost of a Tyler 
switch as compared with the common stub switch ¢ 

Mr. W. H. Cannirr.—That I could not tell you. Some 
four years ago the price of those switches was $120, but the 
reduction in price of labor makes it so that I could not say. 
There is about 20 per cent. off, I think. 

Mr. FULLER.—Aside from safety, they are no better than 
the 7 stub switch. 

r. W. H. Cannirr.—That is all. 

Mr. ALsop.—We are using the split steel-rail switch, and 

it is becoming the standard on the road. The plate is made 


so that the shoulder-rail is a perfect rail; the shoulder of the 


rail sets upon the top of a brace- block, and the base of the 
point-rail slips in on top of it. We are using the spiral 
spring, which connects the switch-stand to the switch. It 
takes up any lost motion there might be in the rods, and 
keeps the switch perfectly tight. They are perfectly safe for 
the train to run through if the switch is lett wrong. 

Mr. Preston.—What is the cost of the 
now ¢ 

Mr. Latimer.—Fifty dollars. 

Mr, WIswELL.—Do you experience any difficulty in keep- 
ing them clean from snow and ice ¢ 

Mr. ALsop.—Whenever there is any snow and ice, we 
must keep it clean, It may be blocked with stone or sand 
also, but we clean it out. 

Mr. SULLIVAN.—We are using the split-switch. We tried 
it first with the double-coil spring on each side. I find a dif 
ficulty in brakemen and others adjusting the switch. The 
snow will blow in between the shoulder-rail and the switch- 
rail. You could compress the spring and throw it over, but 
the spring would be adjusted one-half of the way. Yet in 
the main track you could not do this. We only make ita 
protection for the side track. We find it much better than 
to use the coil on both sides. 

Mr. ARMSTRONG.—Have you any statistics to show the 
cost of maintaining a stub-switch, compared with the split- 
switch ? 

Mr, SULLIVAN,—We have never removed an 
switches. We use a common stub-switch. 
put in five years ago, and it is good to-day. 

Mr, WISWELL.—Have you ever had any accidents on those 
split-switches ¢ 

Mr. SULLIVAN.—Nothing, only from carelessness of our 
train-men. 

THE PRESIDENT.—We would like to hear from Mr. Wiswell. 

Mr. Wiswe._.—I bave never had any experience with 
the split switch. We use the Wharton, the Tyler and the 
Whiteswitch. We get the best results from the White switch. 
The stub, or Tyler switch, we never had any trouble with in 
the winter time ; we could throw them with a foot of snow. 
Light snow’ never bothered us; but with the Wharton 
switch we found it necessary to keep a man out nights to 
avoid accidents on the switch ; yet if properly taken care 
of it is a very good switch. The White switch is a guide- 
rail switch, and throws up to two stationary points. ‘hose 
switches clean themselves very well. We took two stub 
switches out in the North Adams yard a year and a half 
ago, and put in two White switches, which are as good as 
when put in. The stub switches had to be renewed every 
two months. On the main line between stations we are 
using quite a number of Wharton switches, and they are 
certainly a very excellent switch for the main line. They 
are not a good switch to run over at a fast rate of speed on 
the sidings. I am in favor of the White switch. 

Mr, SULLIVAN.—In the Wharton switch you have no 
spring aé all ? 

Mr. WiswKLL.—Only what you get in the rails. It is 
almost impossible to throw the rail over with any obstruc- 
tion in it. 

Mr. Hanover.—Our experience on the road with split 
switches is, that in running out on side tracks they will run 
frequently through a switch and cause trouble. We put 
them in on the grade on the up-hill side with a stub 
switch on the lower end of it. 

Mr. MARSHALL.—My experience is that the Lorenz 
switch, i. ¢., the split switch, is the best. I have had some 
experience on the New York Central Railroad ; there we 
have considerable snow and ice in the winter season. and it 
is almost impossible to keep these switches clear. We have 
never had any trouble with them only where thrown over a 
half turn. I think they are safer than any switch I have 
ever seen. 

Mr. Lensoon.—I have used a 
and they give good satisfaction. 
switch. 
though. 

Mr. ARMSTRONG.—As compared with the cost of the stub 
switch, what is the relative economy between a stub and 
split switch, as regards the wear and tear ? 

Mr. Lensoon.—l think a split switch is 10 per cent. 
cheaper. 

Mr. Miner.—My experience with split switches has been 
very limited indeed ; in fact, 1 have never been connected 
with a road where they were perfectly free to use them, but 
I have dealt with stub switches all my life, and the old-fash- 
ioned stub switch is very expensive indeed, although the 
first cost is very light. As to the so-called “‘ safety switches” 


split-switch 


of the split- 
e have one 





Fg many split switches, 
e prefer them to the stub 
e have had trouble with them ig the winter time, 


—and by the term “safety” we would understand it to mean | 


Sa safe—I have yet to learn that such a switch as that 
been used by any one. Now as to the question of practi- 
cability, economy and utility, I think no one can deny that 
if the stub switch is properly putin, and is handled by effi- 


cient, competent and reliable men, it must be a safer switch | 


than any other switch used, because there is nothing compli- 
cated about it ; there are no springs, bars and fancy work to 
give way. The stub switches bave met with serious objec- 
tion on account of the ex 





| a year ago. 
mse Of maintaining them, and it | ? 
lies in the battering and bruising and obstruction in the rail | the nut up, it must always remain, or you will destroy 





at the a A stub switch 4 pa on oe ps witha 
joint would last, ccmparatively speaking, as long or per 
onger than any otiier portion oe the road, I hove had n 
ing to do personally with a split switch, yet I have studied 
them some. The stub switch I give the preference to. 

Mr, SULLIVAN.—Do you not use the Adams switch ? 

Mr, Miner.—We have one or two Adams switches which 
are experimental switches merely. There has never been 
any accident on them as I know of. The Adams switch is a 
safety switch, with just one movable rail which acts as tl 
switch or guard rail, A switch that has been before the 
railread public for 80 or 82 years, and is not very generally 
known, is not a practical switch; 99 outof 100 railroad men 
would say lL am an old fogy because 1 would have the com- 
pany use the stub switch. Now the sole difficulty with the 
stub switch is the expensive maintenance of it, and I would 
ask the question if that difficulty cou'd be removed what ob- 
jections would there be to a stub switch ? 

Mr. ARMSTRONG.—The objections are these: It isthe most 
unsafe switch, I know of, for this reason, the rod that con- 
nects the target is lia‘le to break. And there have been 
more accidents upon those stubs than all others combined. 
We depend entirely, in advocating stub switches, upon a rcd 
of 14 inches, for a full support of a rail of 18 to 80 feet, 
going around a curve of 10 degrees, with nothing to hold i¢ 
but that rod; whereas if you have a solid rail placed with 
shoulder braces on the outside of your track and your switch 
rail fastened to that, you have something that will stand 
more pressure than a single rail spiked to the track. 

Another trouble with the stub switch is, there are too 
many particulars to look after; the rod is liable to come 
loose, You change your rod every time you change the 
base of the rail, and it is a very difficult matter to get those 
rods adjusted properly and keep them without getting fou). 
In a climate where the temperature is 10 degrees below zero 
to 80 degrecs above, those rails expand and contract so that 
the car wheels will drop in. They become loose, while the 
other switches are solid. My first conviction arose about 14 
years ago. I wasin charge of a stub switch at the end of a 
trestle bridge. The men forgot their orders, and in their ab- 
sence one man turned the switch and left it open. Three 
men were killed instantly by the accident that was caused, 
It cost our railroad company that time some $10,000, 1 re- 
quested that a split switch be put in, which was done, and it 
is there yet; and no accident bas ever occurred on it. 

Mr. Miner.—In arriving at a fair comparison of accidents 
that have occurred on switches, we should take into consid- 
eration the proportionate number of switches in use of dif- 
ferent kinds, If one accident on a stub switch should occur, 
it is equivalent in number of switches to some 20 or 80 acci- 
dents on a split switch, because fewer of them are used. The 
connection to a stub switch is very light, but the rod that.is 
used or should be used is suflicient to hold a train or engine 
at any time if the road-master knows his business, Now 
the switch rod, we know, placed on a switch is good for from 
20 to 50 years. It does not require any wonderful mecharic 
to construct or replace it and it is very inexpensive. 
Another objection mentioned is the bearing on the rail, That 
objection should be considered and if it can be removed 
entirely—you do not speak of any other 1 pea would 
like to know the objection to the stub switch ¢ 

Mr. Preston.—Is there any danger of the nuts or keys 
coming off, getting out, and the switch being left entirely 
loose ¢ 

Mr. Minex.—There is not a great objection on account of 
that; with any switch you are obliged to have your connec- 
tions ; you must have a connection rod, and that connection 
has to be made by bolt, thread, or key. Now in the stub 
switch there is but one connecting link or joint between the 
target stand and the switch proper, and that is the foot of 
your lever. That does not come into the question of switches 
at all, that is, in comparing one switch to another, because 
that has to be with every switch. Ihave been railroading 
for 20 years, | have been road-master for 17 years, and I 
have never yet had the connecting link between the 
target lever and the switch itself give way, but that does not 
figure in the difference between the two switches, because I 
understand it is to be connected with the switch in the same 
way in the other, and the ditliculty is justas liable to occur 
in one switch as in another. Now, if the joint can be sus- 
tained, what objection is there to it ¢ 

Mr. ARMSTRONG. —The objection is because it is not safe. 

Mr. Miner.—Now, to remove everybody's objection that 
has had practical experience and knowledge with stub 
switches, I will say, of course it makes no safety switch at all 

in fact, you cannot inake it out of any switch—but to pre- 
vent the battering and bruising of the iron at the switch 
joint is very easily done. If you form a continuous rail and 
bearing for your wheel, you can preserve the joint. The 
trouble arising in the contraction and expansion in both 
stub and split switches in my opinion has always been great. 
I think the stub switch is as free from trouble in that direc- 
tion as any other switch, but in order to operate a stub 
switch in winter you have got to have a longer rail than in 
the summer, or, in other words, if you leave your rails slid- 
ing back and forth, you have a bad open joint ; if the rod 
don’t do much work, of course it lasts longer. A stub switch 
that can be opened at the joint not only to remain so in 
summer, but in winter, and forming a continuous rail pre- 
serving the ends of the rail so as to make them last, I would 
say, is the best switch that has ever been used, 

Mr. FuLLER.—I move that a new committee of five be 
appointed to take into consideration the question of switches 
aad repore at the next annual meeting. (Carried.) 

THE PRESIDENT appointed the following committee, Mr. 
Harris withdrawing in favor of Mr. Canniff: Mr. Fuller, 
Mr. Marshall, Mr Burnett, Mr. G. B. Hardy and Mr. Wil- 
liam H. Canniff. 

Mr. ALsop.—I would like to hear from those men who 
have anything new in the way of nut locks. S 

Tae Presipent.—I will call upon Mr. Atwood, of Spring- 
field, Mass., who is here with us. He is the manufacturer of 
the Atwood safety nut. ‘ 

Mr. Atwoop.—I do not know as I can say anything more 
to you than my cards and papers say. My idea was to make 
the nut as close as possible to the bolt, and then turn it close, 
and it holds its place admirably. 

Mr. Avsop.—-I would like to hear from these gentlemen 
here regarding this casting with the rubber inside--the Pratt 
Washer--those who have used it and like it ¢ 

Mr. Cannirr.-—I would say that over the Lake Shore we are 
using that, and think a great deai of it. There is no difii- 
culty in getting a nut Jock that will lock perfectly tight, but 
the main idea would be, as 1 understand it, to bind with that 
lock something elastic, which I think we have in this washer. 
We have tried the washers, and they have given satisfactory 
results. I have had very few loose bolts where we are using | 
these washers, and I think the rails show less wear than 
otherwise. As we often lock a nut perfectly tight, and yet 
after a little time with the wear and tear of the trains pass- 
ing over it, we find that bolt loose again, and this, the washer 
in a measure prevents. 

Mr. MARSHALL. —l would like to know if any gentleman 
here has had any experience with the Harvey grip bolt ¢ 

Mr. Miner. —1 have had some experience, beginning about 
It isa very good fastener under some circum 
The bolt is so made, however, that if you once os 
the 


stances. 

















perpen for which the bolt was made, The thread is seem- 
ugly an ordinary thread, yet when once put up, if it is 
never started back, it remains tigh and itis all right 
But if it has to be used the time, in my opinion, it 
would be worthless, 

Mr. HyLanp.—We use the Pratt, and it gives good satis- 
faction, and better than anything else we ever 

Mr. Miner.—The nut lock presented here by Mr. Atwood 
I understand has been used by Mr. Hardy and Mr. Fuller. I 
would like to bave them express themselves on it. 

Mr. FuuLeR.—The principle of the nut used by us is ver 
much the same as tha aenen te shape of it is quite dif- 
ferent; as a general thing, we it. 

Mr. Hanpy.—The Boston & Albany road is mostly of steel 
rail, now, and in the early purchases a Pratt nut was pur- 
chased, which is somewhat similar to that. Now, we are, on 
the whole, in favor of the Atwood nut, The Pratt nut has 
its disadvantages in this og t is necessary, in using 
that nut, to have the wrench fit in hole, and there was 
carelessness in one lock so that the fit was not perfect; and 
rather than take any more chances, we have discontinued 
the use of them. Last year and this year we have made 
large purchases of the Atwood nut, and I think most all we 
have purchased for the last two years have been the square 
nut, as shown here in this device [pointing to the 
Atwood papers and models). It cannot said 
that they are always rfect, but when it is 
yperly put up, and material all right, it 
Ss a success; not only for the reason that it keeps its 
perition, which is an important fact, but there 

another item in its favor—there is one piece for 
nut and washer, and the expense is reduced. These we can 
now buy cheaper than the Pratt nut. The nut has been 
better tested—that is under better workmanship and super- 
vision—on the locomotives and on the cars, because they 
took particular porns fe have the nut in good shape, and 
they recommended it very hly in those departments. 
We use if now on switches and on our rails, It was put on 
the road in 1875, I think, on new work. 

Mr. Miner.—What would be the effect on that nut if the 
joint was bruised and battered so that there would be an 
action of the joint or rail, up and down, or have you only 
seen it on good, smooth ? 

Mr. Hanpy.—There has not been an opportunity perhaps 
to discover that. Inu the time that nut has been used we 
find it very satisfactory in all cases. We have very few in- 
ont broken or split in two; the number is not worth men- 
tioning. 

Mr. FuLiLrr,—There are several of these subjects not 
acted upon yet, Would it not be well to have a committee 
appointed to act upon them? The object is information. 

vere is this question of nuts, which is not decided, another 
question about elevation of curves, ete. 

Mr. Harpy.—I propose that the same committee that pre- 
mared these quests for discussion yesterday, Mr, Latimer, 

r. Wiswell and Mr, lier, arrange these questions, 
making the committees, notifying them as early as possible, 
and have in charge the allotting of this work for the next 
meeting. eee 

Mr. Wiswe_u.—Mr, Preston has handed up the following 
resolution: 

** Resolved, That a committee of one from each state and 
Canada be appointed by the President, whose duty it shall be 
to collect the names of all road-masters in each state and 
Canada, and correspond with them and obtain all the facts 
eg rg that will be of benefit to the Association, and report 

the Secretary.” (Carried.) 

Mr. Saanxs.—I make a motion that we leave the appoint- 
ing of this committee of one in each state to the Secretary 
to choose the man to act 

No further action taken on this motion. 

Mr. Ausop,.—lt is hard to decide what is to be paid to the 
Secretary. He has to hire some one to carry on that corre- 
spondence. I think it would perhaps be better to leave that 
to the Executive Committee eg!» at what the proper 
salary should be. I make that motion. (Carried.) 

The Committee appointed to prepare a resolution of thanks 
to Mr, Latumner for his address, presented the following : 

** Resolved, First, That we tender to Mr. Charles Latimer, 
Chief Engineer and Head of the De ent of Maintenance 
of Way on the Atlantic & Great Western Railroad, our sin- 
cere thanks for the very able and interesting address, with 
which he has opened the exercises of this convention. 

“Second, That we regard the suggestions and principles 
presented as of permanent interest and importance, and 
worthy of our careful consideration. 

“Third, That we commend to all our membership attention 
to the thoughts he has so appropriately emphasized, believ- 
ing that with that strict observance of the bighest standard 
of integrity and manliness, which so well becomes the trusted 
Road-Master, this Association may enter upon a work of 
incalculable success and usefulness. 

“* Respectfully submitted 


“JW. 
“ Committee.” 

The resolutions were carried unanimously, and it was or- 
dered that a copy be presented to Mr. Latimer. 

r. LATIMER.—Gentlemen, you have done me a double 
honor, and | am very grateful for it, 

On motion, the thanks of the Convention were also ten- 
dered to Chief Engineer Fuller, of the Philadelphia, Wil- 
mington & Baltimore, for his presence and assistance. 

On motion, it was ordered that the official report of the 
proceedings be given to the Railroad Gazette and the Rail- 
roader, they having requested them. 

A vote of thanks was to all general managers and 
superintendents who had furnished transportation to road- 
masters attending the convention. 

THE PRESIDENT announced that a meetin 
Committee would be held soon after the ad} 
meeting. 

The Association then adjourned until the next regular 


meeting, to be held on the second Wednesday in September, 
1880, in Chicago, 


of the Executive 
journment of the 





The Georgia Railroad Law. 
The following is the full text of the new railroad law as it 


finally passed the Georgia Legislature and was approved by 
the Governor: 


A bill to be entitled an act to provide for the regulation 
of railroad freight and passenger tariffs in this state, to 
prevent unjust discrimination and extortion in the rates 
charged for transportation of passengers and freight; and 
to prohibit railroad companies, corporations and Tecases in 
this state from charging other than just and reasonable 
rates, and to punish the same, and prescribe a mode of pro- 
cedure and rules of evidence in relation thereto; and to ap- 
point commissioners, and to prescribe their powers and du- 
7 _ relation to the same, : 
hereas, it is made the duty of the General Assembly. in 
article 4, paragraph 2, and sectio yi 
pass laws from ime ‘bo time risenints eae eee 
senger tariffs; to 
ous railroads of 


to regulate freight and 
— unjust discriminations on the varl- 


state, and to prohibit railroads from 
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charging other than just and reasonable rates and enforce 
the same by adequate penalties, therefore, 

Section 1. Be; it enacted by the General Assembly of the 
state of Georgia, That there shall be three commissioners 
appointed by the Governor, with the adyice and consent of 
the Senate, to carry out the provisions of this act, of whom 
one shall be of experience in the law and one of experience 
in railway business. After the expiration of the terms of 
office of the commissioners first appointed the terms of suc- 
cessors shall be six years; but at the first appointment one 
commissioner shall be appointed for two years, one for four 
years, and one for six years. The salary of each commis- 
sioner shal] be $2,500, to be paid from the treasury of the 
state. Any commissioner may be suspended from office by 
order of the Governor, who shall report the fact of such sus- 
pension and the reasons therefor to the next General As- 
sembly, and if a majority of each branch of the General As- 
sembly declare that said commissioner shall be removed from 
office, his term of office shall expire. The Governor shall have 
the same power to fill vacancies in the office of commissioner 
as to fill other vacancies; and if for any reason, said com- 
missioners are not appointed during the present session of 
the General Assembly, the Governor shall appoint them 
thereafter, and report to the next Senate; but the time until 
then shall not be counted as part of the term of office of said 
commissioners, respectively, as herein provided. Said com- 
missioner shall take an oath of office, to be framed by the 
Governor, and shall not, jointly or severally, or in any way, 
be the holder of any railroad stock or bonds, or be the agent 
or employé of any railroad company, or have any interest in 
any way in any railroad and shall so continue during the term 
of office; and in case any commissioner becomes disqualified 
in any way, he shall at once remove the disqualification or 
resign; and, on failure to do so, he must be suspended from 
office by the Governor, and dealt with as hereinafter pro- 
vided, In any case of suspension, the Governor may fill the 
vacancy until the suspended commissioner is restored or re- 
moved, 

Sec. 2. That said commissioners shall be‘furnished withan 
office, necessary furniture and stationery, and may employ a 
secretary or a clerk, at a salary of $1,200, at the expense of 
the state. The office of said commissioners shall be kept at 
Atlanta, and all sums of money authorized to be paid by this 
act out of the state treasury shall be’ paid only on the order 
of the Governor. Provided, That the total sum to be ex- 
pended by said commissioners for office rent, furniture and 
stationery shall, in no case, exceed the sum of five hundred 
dollars ($500), or so much thereof as may be necessary, per 
annum. 

Sec, 8. That from and after the passage of this act, if any 
railroad corporation organized or doleg business in this state, 
under any act of incorporation or general law of this state 
now in force, or which may hereafter be enacted, or any rail- 
road corporation organized, or which may hereafter be or- 
ganized under the laws of any other state and doing business 
in this state, shall charge, collect, demand or receive more 
than a fair and reasonable rate of toll or compensation for 
transportation of passengers or freight of any description, 
or for the use and transportation of any railroad car upon its 
track, or any of the branches thereof, or upon any railroad 
within this state which it has the right, license or permission 
to use, operate or control, thé same shall be guilty of extor- 
tion, and upon conviction thereof, shall be dealt within as 
hereinafter provided. 

Sec. 4. That if any railroad corporation as aforesaid 
shall make any unjust discrimination in its rates or charges 
of toll or compensation for the transportation of passengers 
or freights of any description, or for the use and transpor- 
tation of any railroad car upon its said road, or upon any of 
the branches thereof; or upon any railroads connected there- 
with which it has the right, license or permission to operate, 
control or use, within this state, the same shall be pias] 
guilty of having violated the proves of this act, and upon 
conviction thereof shall be dealt with as hereinafter pro- 
vided. 

Sec. 5. That the commissioners appointed as hereinbefore 
provided shall, as provided in the next section of this act, 
make reasonable and just rates of treight and passenger 
tariffs, to be observed by all railroad companies doing busi- 
dess in this State on the railroads thereof; shall make reason- 
able and just rules and regulations, to be observed by all 
railroad companies doing business in this state, as to charges 
at any and all points, for necessary hauling and delivering 
freights; sball make such just and reasonable rules and 
regulations as may be necessary for preventing unjust dis- 
criminations in the transportation of freight and passengers 
on the railroads in this state; shall make reasonable and re 
rates of charges for use of railroad cars carrying any and all 
kinds of freight and on said railroads, 


passengers no 


matter by whom owned or carried; and shall make 
just and reasonable 1ules and regulations, to be ob- 
served by said railroad companies on said railroads, 


to prevent the giving or paying ay rebate or 
bonus, directly or indirectly, and from misleading or de- 
c3iving the public in any manner as to the real rates charged 
for freight and passengers. Provided, That pothing in this 
act contained shall be taken as in any manner abridging or 
controlling the rates for freight charged by &ny railroad 
company in this state for carrying freight which comes from 
or goes beyond the boundaries of the state, and on which 
freight less than loca: rates on any railroad carrying the 
same are charged by such railroad, but said railroad com- 
panies shall possess the same power and right to charge such 
rates for carrying such freights as they possessed before the 
passage of this act, and said commissioners shall have full 
»ower by rules and regulations to designate and fix the dif- 
erence in rates of freight and passenger transportation, to 
be allowed for longer and shorter distances on the same rail- 
road, and to ascertain what shall be the limits of longer and 
shorter distance, 

Sec. 6. That the said railroad commissioners are hereby 
authorized and required to make for each of the railroad 
corporations doing business in this state, as soon as practi- 
cable, a schedule of just and reasonable rates of charges for 
the transportation of passengers and freights and cars on 
each of said railPoads ; and said schedule shall, in suits 
brought against any such railroad corporations, wherein is 
involved the charges of any such railroad corporation for 
the transportation of any passenger or freight or cars, or 
unjust discrimination in relation thereto, be deemed and 
taken in all courts of this state as sufficient evidence that 
the rates therein fixed are just and reasonable rates of 
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companies now organized under the laws cf this state, or that 
may be organized at the time of said publication. All such 
schedules, purporting to be printed and published as afore- 
said, shall be received and held in all such suits as prima 
facie the schedules of said commissioner, without further 
proof than the production of the schedules desired to be used 
as evidence, with a certificate of the railroad commission that 
the same is a true copy of the schedule prepared by them for 
the railroad company or corporation therein named, and that 
the same has been duly published as required by law, stating 
the name of the paper in which the same was published, to- 
gether with the date and place of said publication. 

Sec. 7. That it shall be the duty of said commissioners to 
investigate the books and papers of all the railroad companies 
doing business in this state, to ascertain if the rules and regu- 
lations aforesaid have been complied with, and to make per- 
sonal visitation of railroad offices, stations, and other places 
of business, for the purpose of examination, and to make 
rules ayd regulations concerning such examinations, which 
rules and regulations shall be observed and obeyed as the 
other rules and regulations aforesaid ; said commissioners 
shall also have full power and authority to examine all agents 
and employés of said railroad companies and other persons, 
under oath or otherwise, in order to procure the necessary 
information, to make just and reasonable rates of freight and 
passenger tariffs, and to ascertain if such rules and regula- 
tions are observed or violated, and to make necessary and 
proper rules and regulations concerning such examination, 
and which rules and’ regulations herein provided for shall be 
obeyed and enforced as all other rules and regulations pro- 
vided for in this act. 

Sec. 8. That all contracts and agreements between rail- 
road companies doing business in this state as to rates of 
freight and passenger tariffs, shall be submitted to said com- 
missioners for inspection and correction, that it may be seen 
whether or not they are a violation of law or of the provi- 
sions of the constitution, or of this act, or of the rules and 
regulations of said commissioners, and all arrangements and 
agreements whatever as to the division of earnings of any 
kind by competing railroad companies doing business in this 
state shall be submitted to said commissioners for inspection 
and approval, in so far as they affect rules and regulations 
made by said commissioners, to secure to all persons doing 
business with said companies just and reasonable rates of 
freight and passenger tariffs, and said commissioners may 
make such rules and regulations as to such contracts and 
agreements as may be then deemed necessary and proper, 
and any such agreements not approved by such commission- 
ers, or by virtue of which rates shall be charged exceeding 
the rates fixed for freight and passengers, shall be deemed, 
held and taken to be violations of article 4, section 1, para- 
graph 4 of the constitution, and shall be illegal and void. 

Sec. 9. Thatif any railroad company doing business in this 

state, by its agents or employés, shall be guilty of a viola- 
tion of the rules and regulations provided and prescribed by 
said commissioners, and if, after due notice of such viola- 
tion given to the principal officer thereof, ample and full 
recompense for the wrong or injury done thereby to any 
person or corporation, as may be directed by said commis- 
sioners, shall not be inace within thirty days from the time 
of such notice, such company shall incur a mee pl for each 
offense in the sum of not less than one thousand dollars, nor 
more than five thousand dollars, to be fixed by the judge 
residing. An action for the recovery of such penalty shall 
ie in any county in this state where such violation has oc- 
curred, or wrong has been perpetrated, and shall be in the 
name of the state of Georgia. The commissioners shall in- 
stitute such action through the Attorney-General or Solicitor- 
General, whose fees shall be the same as now provided by 
law. 

Sec. 10. Thatif any railroad company doing business in 
this state shall, in the violation of any rule or regulation 
provided by the commissioners aforesaid inflict any wron 
or injury on any person, such person shall have a right o 
action and recovery for such wrong or injury in the county 
where the same was done in any court having jurisdiction 
thereof, and the damage to be recovered shall be the same as 
in actions between individuals, except that in cases of willful 
violation of law, such railroad companies shall be liable to 
exemplary damages. Provided, That all suits under this act 
shall be brought within twelve months after the commission 
of the alleged wrong or injury. 

Sec. 11. That in all cases under the provisions of this act, 
the rules of evidence shall be the same as in civil actions 
except as hereinbefore otherwise provided, all fines recovered 
under the provisions of this act shall be paid into the state 
treasury, to be used for such purposes as the general assem- 
bly may provide. The remedies hereby given to the person 
injured shall be regarded as cumulative to the remedies now 
given by law against railroad corporations, and this act 
shall not be construed as repealing any statute giving such 
remedies. 

Sec. 12. That the terms ‘‘ railroad corporation,” or ‘ rail- 
road company,” contained in this act shall be deemed and 
taken to mean all corporations, companies or individuals 
now owning or operating, or which may hereafter own or 
operate any railroad, in whole or in part in this state, and 
the provisions of this act shall apply to all persons, firms and 
companies, and to all associations of persons, whether incor- 
porated or otherwise, that shall do business as common car- 
riers upon any of the lines of railroad in this state (street 
railways excepted) the same as to railroad corporations 
hereinbefore mentioned. 

Sec. 18. That all railroad companies in this state, shall, on 
demand, issue duplicate freight receipts to mo gee in which 
sholl be stated the class or classes of freight shipped, the 
freight charges over the road giving the receipts, and so far 
as practicable, shall state the freight charges over other 
roads that carry such freight. When the consignee presents 
the railroad receipt to the agent of the railroad that delivers 
such freight, such agent shall deliver the article shippped on 
payment of the rate charged for the class of freights men- 
tioned in the receipt. If any railroad company shall violate 
this provision of the statute, such railroad company shall 
incur a penalty to be fixed and collected as provided in sec- 
tion nine of this act. 

Sec, 14. That it shall be the duty of the commissioners 
herein provided for to make to the Governor semi-annual re- 
ports of the transactions of their office, and to recommend 
from time to time such legislation as they may deem advis- 
able under the provisions of this act. 

Sec. 15. 











That said railroad commissioners in making 
charges for the transportation of passengers and freights | any examination for the purpose of obtaining information 
and cars upon the a and said commissioners shall, pursuant to this act, shali have power to issue subpoenas for 
from time to time, and often as circumstances may require, | the attendance of witnesses by such rules as they may pre- 
change and revise said schedules. When any schedule shall | scribe, and said witness shall receive for such attendance two 

ve been made or revised, as aforesaid, it shall be the duty | dollars per day’ and five cents per mile traveled by the 
of said commissioners to cause publication thereof to be | nearest practicable route, in going to and returning from the 
made for four successive weeks in some public news-| place of sitting of said commissioners, to be ordered paid by 


per published in the cities of Atlanta, Augusta, | the Governor upon presentation of subpoenas sworn 
Savannah, Macon, Albany, Columbus and Rome, in|to by the witnesses as to the number of days served 
this state; and after the same shall be so pub-| and miles travelled, before the clerk of the said com- 


lished, it shall be the duty of all such railroad companies to | 
post, at all their respective stations, in a conspicuous place, 
a copy of said schedule for the protection of the people. Pro- 


missioners, who is hereby authorized to administer oatns. In 
case any person shall wilfully fail or refuse to obey such 
] subpoena, it shali be the duty of the judge of the Superior 
vided, That the schedules thus prepared shall not be taken | Court of any county, upon application of said commissioners, 
as evidence, as herein provided, unless schedules shall have | to issue an attachment for such witness and compel him to 

prepared and published as aforesaid, for all the railroad | attend before the commissioners and give his testimony upon 
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such matters as shall be lawfully requtred by such commis- 
sioners, and said court shall have power to punish for con- 
tempt, asin other cases of refusal to obey the process and 
order of such court. 

Sec. 16. That every officer. agent or employé of any rail- 
road company who shall wilfully neglect or refuse to make 
and furnish any report reset | by the commissioner as ne- 
cessary to the purposes of this act, or who shall wilfully and 
unlawfully hinder, delay or obstruct said commissioners in 
the discharge of the duties hereby imposed upon them, shall 
forfeit and pay a sum of not less than one hundred, nor more 
thar five thousand dollars, for each offense, to be recovered 
in an action of debt in the name of the state. 

Sec. 17. That all laws militating against this act are 
hereby repealed. 


The Pacific Railroad Sinking Fund Law. 





The following summary of opinions delivered in the Uni- 
ted States Supreme Court, Oct. 20, is telegraphed from 
Washington: 


No, 1,083 of 1878.—The Union Pacific Railroad Company, 
appellant, against the United ye go from the Court 
of Claims—and No, 972 of 1878.—The Central Pacific Rail- 
road Company and others, appellants, against Albert Galla- 
tin; appeal from the Circuit Court of the United States for the 
District of California.—These cases, both of which involve 
the constitutionality of the Pacific Railroad act of May 7, 
1878, known as the Thurman act, were decided, and the 
decisions announced on the last Monday of the last term; 
but owing to a great pressure of business, neither the ma- 
jority of the Court nor the Justices who dissented were able 
to prepare written opinions in time to be delivered when 
the decisions were rendered. Opinions have since, however, 
been prepared, and were delivered this afternoon. Chief- 
Justice Waite read the opinion of the majority of the Court, 
sustaining the constitutionality of the act in ques- 
tion, and dissenting opinions were delivered by Associate 
Justices Bradley, Strong, and Field. The opinion of the 
Chief-Justice, which deals especially with the case of the 
Union Pacific, is, in substance, as follows: The precise point 
to be determined, in the opinion of the Court, is, ‘‘ Whether 
a statute which requires the company in the management of 
its affairs to set aside a portion of its income as a sinking 
fund to meet the subsidy bonds and other mortgage 
debts when they mature deprives the company of its prop- 
erty without due process of law, or in any other way im- 
properly interferes with vested rights.” The Court holds 
that the railroad company is subject to legislative control, 
so far as its business affects the public interests; that by the 
reservation contained in the chartering acts of 1862 and 
1864, Congress retains fuli power to make such alterations 
and amendments of the charter as come within the just scope 
of legislative power. In so doing, it cannot undo what has 
already been done, nor unmake contracts which have already 
been made; but it may provide for what shall be done in 
the future, and may direct what preparation shall be made 
for the due performance of contracts already entered into. 
In less than 20 years from the present time, there will be- 
come due from the Union Pacific Company about $80,000,- 
000, secured by first and subsidy mortgages, besides the 
capital stock, representing $36,000,000 more. With the ex- 
ception of the land grant, little, if anything, except the 
earnings of the company can be depended on to meet these 
obligations when they mature. These earnings the company, 
after paying the interest on its own bonds, has been dividing 
from time to time among its stockholders, without laying by 
anything to meet the enormous debt which is so soon 
to become due. Thus the stockholders of the present 


time are receiving in the shape of dividends that 
which those of the future may be compelled to 
lose. The United States occupy toward this corporation a 


two-fold relation—that of sovereign and that of creditor. In 
their relation of sovereign it is their duty to see to it that the 
current stockholders do not appropriate to their own use 
that which in equity belongs to others. A legislative regu- 
lation which does no more than require them to submit to 
their just contribution toward the payment of a bonded 
debt, cannot in any sense be said to deprive them of their 
property without due process of law. ‘The Court holds, 
therefore, that the legislation complained of may be sus- 
tained as a reasonable regulation of the affairs of the corpor- 
ation, and co-promotive of the interests of the public and 
the corporators. It is also warranted under the authority, 
by way of amendment, to change or modify the rights, priv- 
ileges and immunities granted by the charter. The judg- 
ment of the lower court is affirmed. 

From this decision. Justices Strong, Bradley and Field dis- 
sent in long and carefully-prepared opinions. Justice Strong 
maintains that the Thurman act is a plain transgression 
of legislative power; that the government, iv its contract 
with the railroad companies, laid aside its sovereignty, and 
that the contract is no part of the charter of the Union 
Pacific Company or of the acts of 1862 and 1864. It was a 
subsequent transaction, and the United States became a 
party to it, not in its sovereign character, but as a civil cor- 
poration, with the same rights and obligations asa private 
person, and no more. But what does the act of May 7, 1878, 
attempt todo? It does not purport to be a repeal of the 
charter. All its provisions have in view the imposition of 
additional obligations upon the railroad companies. Its lead- 
ing purpose is to take control of the property of the debtor 
and sequester it for the security of a debt, which, by the 
terms of the contract, is not due and payable for years to 
come. Toclaim such a power is toclaim the right to disre- 
gard the contract entirely and substitute for it a different 
one without the consent of the debtor. if the United 
States can exact now one-quarter of the net earnings of 
each of these companies, and place it in their treasury, they 
can, by the same power and with the same reason, exact 
the whole of the earnings or any other property equal to the 
amount of the debt. Such legislative power as this is not 
only notconferred by the constitution, but in effect is ex- 
pressly denied in those clauses of the fifth amendment, which 
provide that no person shall be deprived of life, liberty, or 
property without due process of law, and that private prop- 
erty shall not be taken for public use without just compensa- 
tion. Furthermore, it may well be doubted whether the act 
of 1878 is even an attempted exercise of legislative power, 
A statute undertaking to take the property of A and tranfer 
it to B is not legislation, It adie not bea law. It would 
be a decree or sentence, the right to declare which, if it ex- 
ists at all, is in the Judicial Department of the government. 





Congress would in such case be trying to perform the func- 
tions of a court. By the act under consideration, the credit- 
or becomes the custodian of the debtor’s property, and ac- 
ge aright to hold and manage it as if it were his own, 
t is absurd to say that this is not practically a radical 
change in the relations between the rties established b 
the contract, and it is equally iempendiiie to maintain that it 
is not depriving the debtors of their property without due 
process of law. Justice Strong concludes, therefore, that the 
act of 1878 is not only unauthorized by any power existin, 
in Congress, but is an infraction of the prohibition contain 
in the fifth amendment of the constitu 
;, Phe dinenting opinion of Justice Field begins as follows: 
‘Talso dissent from the judgment of the court in these 
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cases. The doctrines announced will, in my opinion, create 
great incor in the title to corporate property in the 
country. With many assertions to the contrary, they in 
effect declare that the general government is under no legal 
obligation to fultill its contracts, and whether it shall do so 
in any case or not, isa question of policy, and not of duty. 
‘Lhey also recognize its right to appropriate, by legislative de- 
cree, the earnings of a corporation with which it deals, with- 
out judicial inquiry and determination as to its claim to such 
earnings, thus sanctioning the exercise of judicial functions 
in its own cases; and, finally, they assert a supremacy of the 
Federal over the state government in the control of the cor- 
proecer of the latter, utterly subversive of the rights of 

he state.” After reciting the facts of the organization of 
the Central Pacific Railroad Company as a corporation of 
the state of California, the reservations of power made by 
the state in the company’s charter, the construction of the 
road and its full compliance in all respects with its engage- 
ments, and the passage of the Thurman act requiring the estab- 
lishment of a sinking fund. Justice Field continues: ‘It is 
not material, in the view I take of the subject, whether the 
deposit in the treasury of the creditor of this large sum be 
termed a payment, or by jugglery of words be called some- 
thing else. It is the exaction from the company of money 
belonging to it for which the original contract did not stipu- 
late that constitutes its objectionable feature. The act of 
1878 makes a complete — in the rights and liabilities of 
the company. Its purpose, however disguised by specious 
pretexts, is to coerce by legislative decree the payment of 
moneys yeafs in advance of the time prescribed by the 
original contract. That itis as unconstitutional in its charac- 
ter‘as it is unjust in its operation I have no doubt whatever, 
and I have yet to hear any reasons which seem to me even 
plausible for its maintenance. * * * I do not understand 
or appreciate that doctrine which would ascribe to the 
Federal government a sovereign mght to treat as it may 
choose corporations with which it deals, and would exempt 
it from that great law of morality which should bind all 
governments, as it binds all individuals, to do justice and 
keep faith.” With regard to the invasion of the law upon 
the rights of the state of California, Justice Field concludes 
as follows : “The Central Pacific Railroad Company is a 
state corporation, and in creating it the state reserved the 
same control over it which it possesses over other rail- 
road and telegraph companies created by it. It 
undertakes to control and manage it in all particulars 
required for the public service, and can there be any doubt 
in the mind of any one who has the least respect for the 
reserved rights of the state, that over its own creations the 
state has supreme authority ? I confess that I am utterly at 
a logs to find where authority on the part of the United 
States to interfere with the state in this respect and to take 
such-control from it is to be found, except in the theories of 
those who regard the general government as the all-con- 
trolling power of the nation, to which states, even in local 
matters, must bend. I cannot assent to any such theories. 
The government created by the constitution lott to the states 
the control of local matters, and it never entered into the 
conception of its framers that under it the creations of the 
states could be taken by it from their control, and they left 
powerless aud helpless in the matter. The doctrines an- 
nounced in the opinion of the majority of the court go 
further than any heretofore advanced, and any even thought 
possible in the history of the country, to destroy the inde- 
pendence of the states and establish their helplessness, even 
in matters of local concern, as against the will of Congress. 
He must be dull, indeed, who does not see that, under the 
legislation and the course of decision of late years, our gov- 
ernment is fast drifting from its ancient moorings—from 
the system established by our fathers into a vast centralized 
and consolidated government.” 


The New York Legislative Investigation of Railroad 
Practices. 





Thursday, Oct. 16, there was some further examination 
of Mr. Benjamin Brewster, a director of the New York Ele 
vated Company, which brought out few facts. 

Mr. J. A. Bostwick, of the Standard Oil Company, said 
he had been in the oil business 10 or 12 years. He leased the 
Weehawken oil docks from the Erie Railway in 1869 or 
1870, when Jay Gould was President, for $75,000 a year, 
and had them three years. He had all the revenue from 
handling the oil, the charge at the time being 30 cents a 
barrel, and practically all the oil business of the Erie passed 
through his hands as warehouseman. He was then a large 
shipper and receiver of oil. He refused to say what rates 
he paid then or since, giving a reason that he was under in- 
dictment in Pennsylvania for conspiracy with the Erie and 
the New York Central and others to force the Pennsylvania 
to accept certain rates, and that his testimony before the 
committee might be used against him. Recently he had 
shipped most of his oil by the New York Central. The 
oil docks at Sixty-fifth street on that road were owned 
by himself and others, and other oil men do not 
ship by that road, because the railroad has no tanks for re- 
ceiving oil. He succeeded Lombard, Ayres & Co. in the 

vossession of the oil-cars, tanks, etc., and others have to ship 
in barrels and pass it over tracks leased by him. The New 
York Central receives crude oil from the pipe line of the 
American Transfer Co., at Salamanca, at line is not 
owned by the Standard Oil Co., but mainly by persons con- 
nected with that company. Being asked how it was that 
the contract for his oil yards was made with the Standard 
Oil Co., Mr. Bostwick, said that he worked in harmony with 
that company, and did many things in codperation with it, 

Chairman Hepburn said he had the opinion from the evi- 
dence, that the Standard Oil Company consists of a commun- 
ity of interest or harmony between different firms holding 
stock in the Standard Ont Company andthe Standard in 
them, and he asked Mr. Bostwick if this opinion was correct, 
but Mr. Bostwick only said that they were in harmony, and 
if they met any one in competition with them they bought 
him out or made some arrangement with him. 

The Chairman said: ‘‘ We have evidence that the New 
York Central and Erie, with their terminal facilities, are 
controlled absolutely by the Standard Oil Company; it 
seems to me there ought to be, and must be, some way where- 
by the people of the state of New York can exercise control 





over a route that passes through the state.” 

Mr. Bostwick refused to give the names of the firms affili- 
ated with the Standard Oil Co., but he thought that they 
had 90 to 95 per cent. of the entire oil business. ‘‘ If one 
man, A, has 90 per cent.” added the witness, “‘ he has got the | 
best of the stick, and can make his own terms with the rail- 
roads. He can go to New York Central or the Erie and say : | 
‘I have got the business you want ; will you carry my goods | 
under a fair arrangement?” They say at first, * No, we don’t 
want your business.’ In six months they find themselves 
without any business at all, and they say, ‘ We have madea 
mistake in refusing that man’s offer, and in treating him so.’ 
Then the four lines think better of it, and they agree to take 
the business for 80;if they can’t get 90. They find it is all non- 
sense fighting. A then says, ‘I have not so much business, 
and if you to make the uniform rate at $1, I will guar- 
antee xen alla share in it.’” 

He thought the railroads had been getting remunerative 





| through the darkness and storm. 


rates for carrying the oil during the pastfour years. He re- 
fused to answer many questions as to who was or was not 
connected with the Standard Company, and as to its busi- 
ness, though directed to answer by committee. He did 
not think any of the officers of the railroads were financially 
connected with that company. 

Gen. Alex. 8. Diven, who was connected with the Erie 
Railway as early as 1846 or 1847, was once Superintendent 
of Construction, and when Dix was President became Vice- 
President, said that the road was not materially improved 
during the Gould administration—not more than would be 
represented by a million dollars; not enough to represent the 
increase of stock. He thought it would be proper for the 
state to exercise some control over the railroads and do 
away with discriminations, It would be just to makea 
difference between a package and a car-load, and 
between a car-load and a full train. When Bostwick had 
the Weehawken docks other oil shippers complained that 
they could not compete with him and threatened not to ship 
over the road so long as he had the docks. He was finally 
got rid of. He thought ita great outrage to charge more 
or through than for local fares, He had made special rates 
himself when he was Vice-President, and was forced to do 
so by the action of competing lines. 

Mr. H. H. Rogers, of Charles Pratt & Co., was recalled to 
testify concerning the Standard Oil Co., but afterward ex- 
cused on his promise toendeavor to give or obtain answeis 
to a series of written questions to be submitted to him, If 
he did not answer he would state the reason why. 

Friday morning Wm. T. Scheide, a dealer in crude petro- 
leum since 1868, testified that he once did a large business. 
He was a member of acommittee of producers and New York 
refiners who asked the railroads to abrogate their contract 
with the South Improvement Co. The result was an agree- 
ment signed March 28, 1872, by which the railroads agreed 
to maintain existing rates and make no discriminations, 
while the producers agreed among themselves not to sell any 
crude oil at any price either to the South Improvement Co, 
or the Standard Oil Co, The effect of this would have been 
to destroy all the refineries at Pittsburgh and Cleveland— 
about 55 per cent. of the whole. Its practical effect was to 
reduce the proportion of oil shipped by the two New York 
roads from 45 to 18 percent. of the whole. The agreement 


was abandoned by the Producers’ Union in April, 1872. 
One member sold 15,000 bbls. to the Standard, con- 
trary to the agreement. and a was then 


meeting 

held at which liberty was given to all to sell fo that com- 
pany. They thought they had effected their — by “9 4 
ping the railroad discriminations, He has had nothin 
complain of against the railroads of the Standard Oil Co, 
He sold his business to Charles Pratt & Co.; in 1875, but not 
because of any discriminations against him. Before 18738 he 
shipped by the Pennsylvania, making long contracts ahead 
and getting certain rates and facilities, Afterward the 
Pennsylvania resolved to treat all shippers alike, and he 
could not always get cars in the busy season. Therefore he 
went to the Erie. He built tanks at the transfer to that 
road and provided tank cars, and received a rebate 
therefor. Henry Harley, formerly oil agent of the Erie, 
had a lower oil rate to New York than any one else, and he 
could not ship by the Erie while he was agent. 

At this point the railroads began the introduction of testi- 
mony in their defense, beginning with Mr, George R. 
Blanchard, Assistant to the President of the New York, 
Lake Erie & Western Railroad, who, in answer to a ques 
tion as to his experience, recounted the positions he had held 
on railroads, beginning at the age of 17 asa clerk in the 
general offices of the Cincinnati & Indiana Railroad at Cin- 
cinnati; then as station agent, chief clerk of freight office, 
General Freight Agent of the Ohio & Mississippi, of the 
Central Ohio and the Baltimore & Ohio, and then of the 
Erie, of which he was afterward Second Vice-President in 
charge of both freight and passenger traffic, which duties he 
continues to fulfill in his present position in the reor- 
ganized company. 

Mr. Blanchard’s testimony was largely supported by sta- 
tistics and documents, and contained a vast amount of in- 
formation as to the course of rates, the progress of industry 
and commerce along the line of the Erie and in the city of 
New York, the policy of the road in making rates, the course 
of freight rates in the state of New York, etc. Tobe able to 
give the substance of his testimony with accuracy, requires 
the official report, which will probably be in print in time 
to enable us to use it next week. 

A table of average rates was submitted by Mr. Harlan A, 
Pierce, as mentioned last week. According to the figures 
contained therein, the through rates from Chicago to Liver- 
900] on 100 Ibs. wheat were as follows: By steamers from 
Kew York the average for 1878 was 52,/, cents ; by way of 
Philadelphia, 49,,, cents ; by way of Baltimore, 49% cents ; 
by way of Boston, 49) cents. Rail freights from Chicago to 
New York were 20% cents ; to Philadelphia, 27% cents ; to 
Baltimore, 2624 cents ; to Boston, 3434 cents. Ocean steam 
freights to Liverpool from New York were 251¢ cents ; from 
Philadelphia, 28'4 cents ; from Baltimore, 28} cents ; from 
Boston, 244 cents. Ocean sail to Cork for orders from New 
York was 2914 cents ; from Philadelphia, 28!4 cents ; from 
Baltimore, 2814 cents ; from Boston. 274 cents. Port charges 
for 100 lbs. of grain in New York amounted to 7% cents ; 
in Philadelphia, 6!¢ cents ; in Baltimore, 8 cents ; in Boston, 
5k cents. 

On Wednesday, Oct. 22, the examination of Mr. Blan- 
chard was continued, the points on which he was ener 
relating to through rates to European ports, and the contro- 
versies arising between the railroads and the steamship lines, 
He referred also to the facilities given the steamers at New 
York as compared with those at other ports. 

Mr. Blanchard next referred to the troubles of the other 
trunk lines with the Baltimore & Ohio and their final settle- 
ment. He also presented several statistical tables, showing 
the relative cost of working on the four trunk lines. His 
examination was to be continued on Oct, 23. 


A Tender-Hearted Conductor. 


The night was wild and stormy, the train was far behind 
time, and was a heavy freight train, with a caboose at- 
tached, and in a dark place in the car, hidden as much as 
possible from observation, sat a little girl crying, as the 
train rolled out of a teeming city. The writer of this ob- 
served her, and, sitting down in the seat with her, inquired 
the cause of her trouble. She said her brother was to have 
met her at the depot, but the train had just been changed 
to run out from a different depot from that of former times, 
and he had missed her thus. Said she: “The tram passes 
right by our house, but goes almost two miles before it 
stops.” If it were only a wagon, so that it could stop and 
let her off. She did not know how she should ever get home 
We went forward and 
told her story to the conductor. a 

‘*T know how she can get home,” said he: and inquiring 
out the position of the house, stopped the heavy train. He 
then helped the little girl out, across the ditch, upon good 
footing, and left her within a few rods of her bome, w ith a 
kind word, as if she were queen of a realm 

These are little things, but they preserve one’s faith in = 
tha 


| manity, and reassure us of that ‘touch of natur 
| makes ‘the whole world kin.”—Moline ([11.) Dispatch 
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Passes,—All persons connected with this paper are forbid- 
len to ask for passes under any circumstances, and we 
ae be thankful to have any act of the kind reported to 
this office. 
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made payable to THe RaILRoaD GazettE. Communica- 
tions for the attention of the Editors should be addressed 
Epirork RAILROAD GAZETTE, 


wish it distinctly understood that 

ition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and.in our news columns present only 
such matter as we consider interesting and important to 
our readers, Those who wish to recommend their inven- 
tions, machinery, rie, Jinancial schemes, ete., to our 
readers can do 8o fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 


Advertisements.— We 
we will entertain no 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
yor i reports, some notice of all of which will 

published. 


TRAIN BRAKES. 





A few years ago, the question of the relative merits 
of continuous brakes was the subject of a great deal of 
animated discussion on nearly all railroads in this 
country. At that time a number of trials were made, 
with rival systems of brakes, and public attention was 
thus drawn to the subject, When, however, the pat- 
ents of Smith’s vacuum brake were bought up by the 
Westinghouse Company, the rivalry to a great extent 
subsided, and with it, apparently, the public interest in 
the subject. While it is probable that a dispute car- 
ried on by two competing inventors may not be the 
most favorable condition of things for evolving the 
exact truth, yet, in this case, it served the useful purpose 
of attracting public attention to the subject. It is, of 
course, desirable that passenger railroad trains, espe- 
cially those which which run at high rates of speed, 
should be equipped with the best continuous brakes, 
yet it is of much more importance that they should be 
supplied with good continuous brakes, even though 
not the best, rather than with none at all. The dan- 
ger is, now, that the attention of railroad men will not 
be drawn to this subject sufficiently, and that it will 
require more such accidents similar to that at Jackson, 
Mich., to lead some of them to give attention to the 
subject. It may be assumed as absolutely certain that 
on any railroad doing a considerable traffic there is 
always danger that a train may get into a posi- 
tion in which, unless its speed can be arrested quickly, 
a serious accident will happen, attended with more or 
less loss of life. Now if this danger does exist, and 
if, as is true, it is impossible to eliminate it entirely, 
it certainly becomes the duty of railroad managers to 
provide the means, as far as possible, of averting it, 
and preventing the slaughter of innocent passengers. 

Many cases might be cited in which accidents did 
oceur, with fearful loss of life, when, in all human 
probability, if the engineers had had a good continuous 
brake they could have been prevented: An equal or 
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. 
y | greater number could be referred to where accidents | miles an hour was suddenly flagged and stopped in 
| | were prevented by the use of the atmospheric brakes, | 


nine car-lengths—about 495 feet—just 80 feet from a 
| whereas without them loss of life was inevitable. | train standing on the track. 
Take the following case, which occurred on the New| On the Pittsburgh, Cincinnati & St. Louis Railway, 
Haven road a few years ago: “The engineer saw a|a train coming around a curve down a grade of 58 ft.. 
a team on the the track. He immediately applied | at the rate of 25 miles per hour was brought to rest in 
the air brakes, reversed the engine, and stopped the | a distance of 200 ft., and within 50 ft. of a freight train 
train within six or eight feet of the team. It was | obstructed by the caving in of a tunnel. 
pune that in crossing the track one of the horses,} On April 9, 1873, a trial was made with the Westing- 
which were attached to a heavy farm wagon, had | house automatic brake on the East Boston Branch of 
stumbled and fallen, and that the driver had been | the Eastern Railroad near Revere. The train consisted 
unable to release the horse from the harness so that he| of eight eight-wheeled passenger cars, weighing 128 
could get up.” | tons, and an American locomotive, which, with its 

It would be a waste of time and space to increase | tender, weighed 55 tons, 

the list of such causes of danger. It is not in Con-| At 30 miles per hour this train was stopped in 15 sec- 
necticut alone that horses stumble and fall, or that onds in a distance of 468 ft. At a speed of 84 miles per 
men blunder, or that the floods come or fire consumes. | hour the train was stopped in 15 seconds and 430 ft., 
In the whole wide expanse reached by railroads it ap- | these figures being each an average of two trials. 
pears as though some impenetrable fate stood wait-| Onthe 17th and 18th of April, 1873, a series of 
ing always in various guises to endanger precious | trials was made with the Smith vacuum brake on the 
lives. It isof course impossible to eliminate all danger | Central Railroad of New Jersey. The train consisted 
from railroad travel, and with the best appliances | of a 35-ton passenger engine and six ordinary 19-ton 
The track on which these trials were 
destruction will still lurk along every railroad track. | made was in good condition, perfectly straight, and 
But there are some dangers which efficient brakes will | with low grades. The following were some of the 
avert, and the railroad manager who refuses to use | results attained: 
them incurs a fearful responsibility if he does not pro- 
vide such safeguards. 


that human ingenuity and skill can devise, death find | passenger cars. 


Distance in 
which train 
was stopped, 


Time in 
which train 
was stopped, 


Speed in 
miles per 


Engimeering of Feb, 27, 1874, had the following hour = woe a + tone 
j 2 ‘ 7 25 2 H 52 rial. 
forcible remarks on this subject : 30 * 164 520.7 Average of 7 “* 
“Tt is beyond question that the majority of the scandalous ro aH i er 1 Pp 
. ba . ‘ . . ‘ » 
accidents which have been so rife of late might bave been 5 185 700 “yo 


either avoided entirely, or rendered far less dangerous, by 
the use of an elflicient continuous brake. The feeling of con- 
fidence such a brake createsin the men is to be reckoned 
among its advantages, and we are sure that every one, in- 
cluding railway directors, would prefer to trust theriselves 
in the hands of a driver who possessed the means of instan- 
taneously checking the speed of a train, and bringing it to a 
stand, almost before the ordinary brakes could be put 
in operation, In the event of a collision being imminetit, the 
engine-driver would not stop to enjoy his feeling of confi 
dence; he would instinctively apply the brake, provided he 
could do so instantaneously, and without an exertion of the 
presence of mind necessary to operate the ordinary means 
for stopping the train. The railway companies cannot urge 
that we have no efficient continuous brake.” 

This was written soon after aseries of accidents had 
occurred 
trains are not equipped with efficient brakes afford to 
wait until they are reminded of their duty by similar 
* scandalous accidents ?” 

Attention was called to the fact that at 
the recent horror at Jackson the point at which the 
track was obstructed by the switching engine was 
visible at a distance of 1,828 feet east of it. In the ver- 
dict of the coroner’s jury, which has been published 
since the article containing the statement referred to 
was written, it is said that *‘ the jury think it is quite 
probable that the engineer of the Pacific express saw 
the white light on the east switch, which indicated a 
clear track, just before the red light was displayed, 


A test was also made with this same train, which 
that is, without applying 
any brakes, ata speed of 33! miles per hour upa 
It 
mile, before coming to a state of rest. 

On July 15, 1874, experiments were made with the 
brake on the Toledo, Wabash & Western 
Railway with an engine and train of ten cars. At a 
speed of 35 to 40 miles per hour on a level track the 
train was stopped in 36 seconds and a distance of 1,365 
ft. The same train at the same speeds was stopped 
with the hand-brakes applied by five brakemen in 30 
seconds and a distance of 975 ft. 

On July 22, 1874, experiments were made with the 
Westinghouse automatic brake on the Chicago & Al- 
ton Railroad with a train of ten cars. On a down 
grade and at a speed of 35 miles per hour it was 


was allowed to *‘ run free,” 


grade of 5 feet per mile. ran 5,550 ft., or over a 


vacuum 


in England. Can companies here whose 


last week 


stopped in 174 seconds and in 5138 feet. 

In January, 1875, Mr. Loughridge made some experi- 
ments to determine in what distance a single car could 
be stopped ata high speed with his brake in com- 
parison with the old system where the hand brakes are 
used. Ataspeed of 48 miles per hour the car was 
stopped with the band brakes in a distance of 1,255 ft., 
while with his brake it was brought to rest in 550 ft. 


and that he did not see the latter until too late] On April 30, 1876, atrial was made on the Washing- 
to avoid the collision.” But when was it too late| ton Branch of the Baltimore & Ohio Railroad with the 
to avoid the collision? Was it when the express | same brake. A train consisting of a locomotive and 


train was within 1,500, 1,000, 750, 500, 400 or 300 ft. of 
the obstruction? Did the engineer of the wrecked 
train see the obstruction at any time before he struck 
it, and if so, at what distance was he from it, and 
could he, with the most efficient brakes in use, 
have stopped his train or checked its speed suf- 
ficiently to avoid serious damage? The answers to 
these questions are buried in hopeless oblivion in the 
graves of the engineer and fireman, who are the only 
two men who could have answered them. 

But the question, at what distance from the obstruc- 
tion the engineer could have prevented the accident 
with efficient brakes can be answered. In order to 
throw some light on this, we have compiled from a 
number of public trials of brakes a brief report of the 
results. As these have not, to our knowledge, been 
collected together in any one article, they will be of 


ten cars, running at a speed of 42.6 miles per hour, was 
stopped in 16 seconds, in a distance of 589.66 ft. 

On the 22d of December, 1876, a series of experi- 
ments was made with the Smith vacuum and the 
Westinghouse automatic brakes on the North British 
Railway. The train with the vacuum brake consisted 
of an engine, tender, eight *‘ carriages” and three 
‘ vans,” the total weight being 173 tons (of 2,240 lbs.). 
The train to which the Westinghouse brake was ap- 
plied was similar to the above, and weighed 16714 
tons. 

The following table shows the results of some of 
these trials : 

Distance in 
which train 


was stop- 
ped, feet. 


Time in 
which train 
Speed in miles was stop- 
per hour. ped, sec. 
Vacuum Brake: 
29.5 


‘ . . . 2 17% 480 1 trial 
interest to many readers, and of value in answering 40 2» 12 802.5 Average of 4 “ 
: 5 25.5 2 “ 
the question above. 4 5 om Kr + “ z “ 
On Nov, 26, 1869, experiments were made on the Chi- 55 tite 1,375 1 * 
J — ial . : Westinghouse Automatic Brake: 
cago & Northwestern Railway. <A train equipped with 30 12.5 33 Q « 
Tats —- 4 , ic alk . : , 40 16 550 a Bei 
the old Westinghouse atmospheric brake, running at BO 18.8 "87.5 ‘ 4 
a speed of 32 miles per hour, was stopped in 19 seconds 55 21 910 lg 
and in a distance of about 385 feet. The same train, In 1877, another series of trials was made with the 


at a speed of nearly 40 miles per hour was brought to 
a stand-still in 18 seconds and a distance of about 370 
feet. These trials were made on a slippery track, 

On May 12, 1871, on the Kansas Pacific Railway, a 
train running at 45 miles per hour, and equipped with 


Westinghouse automatic brake on the Northeastern 
(British) Railway. The train consisted of twelve 
* coaches” and an experimental ‘‘ van.” The following 
are some of the results attained: 





Speed Time in Be mc in 
» same brake, was s a1 in 250 feet. Size | in miles per which train was which train was 
the same br uke, was stopped in feet. Size of | — ined pesene. eased, fect. 
train not given. | 37% 12 380 1 trial. 
- ‘ . ; , F 50 5 610 mn 
On Sept. 18, 1869, a train of cars running down a| 60% 1D 5 965 P3 
grade of 96 feet per mile on the ‘*‘ Horseshoe Bend ” | 64 20 1,204 


on the Pennsylvania Railroad, was brought to a stand-| From these data, it is, we think, safe to say that the 
still in eleven séconds and 420 feet, with the old West- | Pacific express at Jackson, if it was running 40 miles 
inghouse brake. | per hour, could have been brought to a dead stop in 





On the same road an express’ train at a speed of 45 | 600 ft., at 85 miles in 500 ft,, and at 80 miles per hour 
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in 400 ft. The speed could have -been - ehecked 
sufficiently to prevent serious consequences in even 
less distance than this. People are apt to forget 
the enormous importance of a few seconds 
in time when a train is running at a 
high speed. At 30, 40,50 and 60 miles per hour, 
the speeds are respectively 44, 58. 6, 73. 83 and 88 feet 
per second. A train therefore approaches danger with 
fearful rapidity during each second of time which is 
lost in applying the brakes, and therefore it is of the 
utmost importance that brakes should be so ar- 
ranged as to be applicable in the quickest pos- 
sible time. If poor Simmons, the engineer on 
the fatal train at New Hamburg, could have had, 
during these few precious seconds which preceded the 
collision on the bridge, a brake that could have been 
applied as quickly as he could think, how different the 
result might have been! There is nothing that we 
know of which is absolutely certain to prevent an axle 
of a freight car from breaking on a bridge again in 
front of an express train on the same road. With an 
efficient continuous brake, a score of lives might then 
be saved, which, without it, would be sacrificed use- 
lessly. 

It would be safe to predict that, sooner or later, on 
any road which runs heavy trains at high speeds with- 
out efficient continuous brakes, some fearful accident 
will happen which such brakes would have prevented. 
How long they can afford to bear the responsibilty of 
the absence of such appliances, is a question which it 
would perhaps be more profitable and less painful for 
some managers to consider before such accident hap- 
pens, than it will be afterward. 

It might also be wise for them to consider the fol- 
lowing conditions which the English Board of Trade 
states that a continuous brake should fulfill: 

‘* (a) The brakes to be efficient in stopping trains, instanta- 
neous in their action, and capable of being applied without 
difficulty by engine-d rivers or guards. 

‘*(b) In case of accident, to be instantaneously self-acting. 

“*(e) The brakes to be put on and taken off, with facility, 
on the engine and every vehicle of a train. 

‘*(d) The brakes to be regularly used in daily working. 


‘*(e) The materials to be of a durable character, so as to be 
easily maintained and kept in order.” 


BLOWING UP THE BAGGAGE-MAN. 


Boston papers, a few weeks ago, contained a story 
of a startling casualty in the Providence depot. Coles, 
a baggage express man, called for a trunk. The bag- 
gage-master found it for him and Coles grasped it by 
the handle and began dragging it toward his wagon, 
when there was a frightful explosion. Coles and a 
bystander were blown about and nearly killed. There 
was nought left of the trunk and contents but worth- 
less fragments ; these, however, showed that the trunk 
had been filled with gunpowder, shot, cartridges and 
other sporting materials, including a double-barreled 
shot-gun, supposed worth $200, but ruined by the shock. 
Without vouching for this account, there is doubtless 
a degree of peril to all concerned in railroad traffic 
from the presence of combustibles, explosives, acids, 
infected clothing, and other dangerous things concealed 
in baggage or freight packages. Such a lunatic as the 
one who made the explosion on the Daniel Drew ; or 
such a miscreant as those who fitted up the infernal 
machine or packed the matches in the bale of cotton, for 
an ocean voyage, might perpetrate like acts on a train. 
The right and duty of making examination and taking 
precautions in cases where suspicion arises are worthy 
of notice. Many disasters have occurred, and have 
led the courts to affirm the right of the companies to 
know the dangerous character of the contents of pack- 
ages, and the obligation of passengers or shippers to 
give warning. Every consideration justifies this view. 
The public have the right to have goods transported, 
but this is subject to an implied duty to give the carrier 
all needed information to enable him to discharge his 
duty with safety to himself and third persons. Pack- 
ing dangerous substances ina way to conceal their 
character and withholding the information misleads 
and defrauds the carrier. He needs the knowledge for 
many purposes. He needs it to enable him to provide 
a proper car and stowage; for if, fully informed, he 
undertakes the transportation and there is a_ loss 





of it he may be liable if deficiency in the car 
was the cause. In a Pennsylvania case _ the 
company’s men took into one freight car a 


quantity of refined standard oil, belonging to one 
shipper, and into a car coupled in front a quantity of 
crude oil belonging to another. The refined oil could 
not be lighted by sparks from the engine; but the 
crude oil, which was inflammable at lower tempera- 
ture, could be, and was; and the fire spread to and 
burned the rear car because the couplings were not 
good enough to allow the rear car to be uncoupled and 
pulled back in season to save it. There were stipula- 
tions in the bill of lading that the shipper assumed 
risk of fire; but nevertheless the Court held the com- 
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pany liable for the loss of the refined oil, on the ground 
ot obligation to provide’ couplings which could be 
promptly unfastened in such an emergency. Obvi- 
ously the carrier must have the right to know what is 
being carried, to enable him to meet this obligation of 
providing a fit car. He needs it as a meansof judging 
of the value and the consequent extent of risk and lia- 
bility. There was an Illinois case of a car-load of car- 
boys of nitric acid and sulphuric acid, which were de- 
stroyed by fire on the trip, and the Court would not 
allow the owner to recover for the loss unless he could 
show how many of the carboys were nitric and how 
many sulphuric; for the first would be worth about 
six times as much as the other. He asked to recover 
as if all were only sulphuric, but the Court said no. 
Evidently the carrier has the same need and right that 
the general, approximate value shall not be concealed. 
He may need to know as a ground for charging extra 
freight; as a reason for taking special precautions to 
protect other freight and passengers from injury; or 
asa means of enabling his servants who handle the 
goods to avoid disaster. 

A case that occurred in Massachusetts puts the ship- 
per’s duty of disclosing the dangerous character of 
what he sends in strong light, because under the cir- 
cumstances there was no real neglect. It occured in 
the days when dualin was a new invention, and its ex- 
plosive character had not become known among freight 
agents. Some personsin North Adams wrote to manu- 
facturers of dualin, ordering a quantity; and also 
wrote to manufacturers of ‘‘ exploders” by which it 
might be fired, to send some of those. Both the fac- 
tories were in Boston; and, as ill luck would have it, 
the goods from the two came to the depot to go to the 
buyer by the same train, They were stowed side by 
side; and on the trip, through the jar of travel, the ex- 
ploders fired the dualin, and there was great damage 
done, The railroad company sued the manufacturers, 
lt then appeared that the one package was plainly 
marked ‘‘dualin;” the other was not labelled as to con- 
tents. But the court held that the manufacturers and 
shippers were liable because, though neither had any 
cause toapprehend danger, for he could not suppose that 
the other article necessary to render this one dangerous 
would be packed alongside, yet they had omitted the 
legal duty to disclose the quality of the goods. Put- 
ting the unknown and mysterious word * dualin” on 
the box was not enough. All decisions have not gone 
as far as this, but we think this is the generally ap- 
proved rule, 

As respects transportation among the states or to 
foreign lands, the forwarding of nitro-glycerine, 
blasting oil, and similar compounds, at least unless 
specially packed and labelled, is forbidden by the 
United States Revised Statutes under severe penalties, 
But transportaton within a state is, of course, only 
subject to local laws. There are many state statutes, 
but independent of these the common-sense principle 
of the law is, that the shipper must give fair notice, 
either specially or by mode of packing and nature and 
usage of his business, of the dangerous character of 
what he sends, 

It seems a proper and practical consequence, that 
where reasonable suspicion arises that explosives are 
ina package, a proper examination may be made, and 
a delay of the goods needed for that purpose would 
undoubtedly be justified. Station-agents and freight 
and baggage-men owe it to passengers and persons 
forwarding other goods, as well as have a personal 
right, to exercise proper scrutiny and care, This posi- 
tion is well illustrated by lawsuits which arose out of 
an explosion in San Francisco. The circumstances were 
that a box or case was brought to the New York 
freight office of Wells, Fargo & Co.. addressed to San 
Francisco, which appeared to be all right, and was 
forwarded. In fact, it contained nitro-glycerine ; but 
the affair happened twelve or thirteen years ago, and 
before carriers understood the little peculiaritics of 
that article. No questions were asked, and no infor- 
mation was given about the contents. On the trip the 
case was observed to be leaking ; something which, to 
the inexperienced eyes of the men in charge, looked 
like salad oil,was seen oozing from it. Therefore,when 
they reached San Francisco they took it into the back 
yard and began opening it with a mallet and chisel to see 
what was the matter inside. The ‘sweet oil” ex- 
ploded, killed everybody near by, and damaged, very 
badly, the express office and the building adjoining, 
which was occupied by the Union Club. The owner 
of the club building and express building sued the 
express company for damages. The Court said the 
company was bound to repair its own office, but was 
not liable for the injury to the club building because 
not in fault; the agents of the company were justified 
under the circumstances in examining the leaky box; 
and, as they had no means of knowing the danger, 
they could not be called careless; The express com- 


pany then sought for the shipper and sued him, in 
New York, to make good the loss sustained to the 
express building. The Court said he must pay. It 
was no answer to say that the express people brought 
the calamity upon themselves by trying to open the 
box. It was the duty of the shipper to have notified 
them what dangerous substance was within, and his 
neglect rendered him liable for the consequences of 
handling it like ordinary freight. The express men 
were not in fault in opening the case; on the contrary, 
it was their duty to do so and to stop the leakage. 

The general result and the common sense, as well as 
the law of the matter, is that whoever forwards goods 
involving danger to those who handle them is bound 
to give warning without waiting to be asked ques- 
tions, and if he does not, the carrier’s agents may make 
such examination and take such precautions for their 
own safety and that of the public as are reasonable 
under the circumstances, Similar rules doubtless ap- 
ply where there is reason to believe a crime is con- 
cealed ; the persons who investigated the trunk in 
which Alice Bowlsby’s corpse was sent to the depot 
would be justified by any judge and jury. There does 
not appear to be any case in which freight agents have 
suspected a box containing explosives, and have de- 
tained it for examination and found the contents inno- 
cent. Perhaps the owner might complain of delay, 
But in all probability the courts would hold that all 
goods are committed to carriers subject to an implied 
right to make examination appearing needed to secure 
the general safety, and that in making one, under cir- 
cumstances of strong suspicion, the carrier does no 
wrong, and is therefore not chargeable with damages, 
even if the suspicion prove groundless, 


The New Omaha Line, 


The new route to Omaha will doubtless be in operation in 
a very short time, the track having been laid throughout on 
the Omaha Extension of the late St. Louis, Kansas City & 
Northern. The importance of this route has been much 
exaggerated ; it owes its importance to the fact that it is an 
additional route between the Union Pacific and the East, 
and to the fact that certain Union Pacific directors have 
an interest in it, and not to any superiority in distance or 
otherwise. The distance from New York to Council Bluffs 
is 1,516 miles by this route, against 1,400 by the shortest and 
1,479 by the longest route via Chicago, and to get this distance 
the new Wabash, St. Louis & Pacific has to use 70 miles of 
the Missouri, Kansas & Texas between Hannibal and Mo- 
berly, which it has a contract to use, This line will not pass 
through either of the great Western cities, Chicago and St. 
Louis, and this will not be favorable to its passenger traffic. 
The new line will be considerably the shortest between Counci 
Bluffs and St, Louis, but not the only one by any means, 
From New York to Council Bluffs, by way of the Wabash, 
St. Louis & Pacific and St. Louis the distance is 1,577 to 
1,594 miles, according as the Erie or the New York Central 
is used to Buffalo. But probably more passengers will go by 
St. Louis than by way of Hannibal. as it will often bean ad- 
vantage to be able to stop at the former city. But it should 
not be forgotten that the entire traffic over the Union Pacific 
is a quite moderate onc, and that this traffic is divided among 
many different lines east of Omaha, so that the share of any 
one cannot be very large. It is doubtless worth having, 
and the new line, considering the small amount of road that 
ha: to be built to complete it, and the local resources along 
that new line, was doubtless a very rational undertaking cn 
the part of the Wabash, St, Louis & Pacific; but if any one 
thinks that it will be made rich by the Pacific traffic, he is 
egregiously mistaken. 

The route for passengers by way of St. Louis to Council 
Bluffs is not so unfavorable as the difference in distance 
would indicate, for the reason that New York-St. Louis 
trains run faster than New York-Chicago trains. Consider- 
ing the vastly greater travei by way of Chicago, this might 
seem an irrational arrangement; but it is founded on very 
good practical reasons. The journey to Chicago hy present 
time-tables requires about 36 hours, and the man who bas 
no time to spare makes it in two nights and one day. Now 
a reduction in the running time even to 24 hours is of very 
little advantage to the traveler; he still has to spend one day 
on the journey, and that was all the working time he lost 
when the journey lasted 86 hours, But to run at the same 
rate of speed to St. Louis would require some six hours 
more, and spoil a second day for the traveler, so the St. 
Louis trains run faster and the journey between New York 
and St. Louis requires substantially the same time as 
that’ between New York and Chicago. Now, as the dis- 
tance between St. Louis and Council Bluffs is about 
80 miles less than that between Chicago and Council Bluffs, 
it will be easy to make just as good time by way of St. 
Louis as by way of Chicago, if schedules east of those cities 
are kept as at present. As the lines by way of Chicago have 
heretofore had pretty much all the Pacific travel, «they 
might be expected to increase their speed to offset this, if 
there was any advantage in it, and if the game were worth 
the candle. But there will be no advantage in landing the 
passengers at Omaha before the Union Pacific train starts, 
and there is but one through train a day, and the traveler 
‘will not particularly care for a change which permits him to 
leave New York at midtight or in the morning insted 
of six or eight o'clock the previousevening. And if he did 
it is doubtful if three ines to Chicago would increase ma- 
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terially the cost of running their trains between that place 
and New York and discommode their immense Chicago 
travel for fear of losing even a considerable fraction of the 
comparatively trifling Pacific travel. There has been, how- 
ever, some disposition to make changes to meet the new 
competition, and if the traffic were larger, probably some- 
thing would bedvune, The rates will doubtless be the same 
by all routes, which will give the line from St. Louis a 
smaller proportion than those from Chicago to Council Bluffs 
get. It will be a remunerative rate, however, unless it is re- 
duced from the present figures, 





Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Dayton & Southeastern,—Extended from Mussellman, O., 
east by south to Chillicothe, 11 miles. Gauge, 8 feet. 

Shenandoah Vatley. — Extended from Berryville, Va., 
south by west to White Post, 9 miles. 

Kansas City, Ft. Scott & Gulf.—Track laid on the Joplin 
Branch, from Girard, Kan., eastward to Joplin, 1514 miles, 

St. Lowis, Kansas & Arizona,—Extended from Ossa- 
watomie, Kan., southwest to Garnett, 21 miles. 

Boston, Hoosae Tunnel d& Western.—Extended from 
Hoosie Corners, N. Y., to Eagle Bridge, 6 miles. 

St. Paul & Sioux City.—Track on the Rock River Branch 
is laid from Luverne, Minn., southward to Doon, Ia., 28 
miles. The Black Hills Branch is extended west to Summit 
Lake, Miun, 10 miles, The Ft. Dodge Branch is extended 
from Shelbyville, Minn., southward to Blue Earth City, 11 
miles. 

This is a total of 1114¢ miles of new railroad, making 2,619 
miles thus far this year, against 1,527 miles reported for the 
corresponding period in 1878, 1,629 in 1877, 1,770 in 1876, 
920 in 1875, 1,242 in 1874, 2,955 in 1873 and 5,312 
in 1872, 

ANOTHER ADVANCE IN EAST-BOUND RATES was resolved 
upon at the Joint Executive Committee meeting this week. 
This advance seems fully justified by the conditicn of the 
traffic. Every road complains that it has more traffic than it 
can get cars for, lake and canal rates continue to advance, 
and the week after the last advance the shipments were 
greater than many other weeks since the pool was formed, 
and probably the largest the roads ever carried without any 
exception. This a condition of things without precedent 
since the fall of 1878, when also there was a great pressure 
of traffic, and one which the railroads had hardly expected 
to see so soon again. It is not that there has not been a 
heavy traffic betore: there was in the fall and winter of 
each of the two preceding years an enormous one ; but 
there has been no such pressure of traffic when rates were 
so high, though there was something very like it in 
the fal of 1877, though followed by a winter of 
low rates, The best of it is that the activity promises 
to continue through th» winter with rates fully 
maintained. What this means to the railroads may be 
gathered from the fact that last winter, while navigation 
was closed, about 72,000,000 bushels—say 2,000,000 tons— 
of grain (not including flour) were delivered by rail to 
Eastern exporting cities, on which the average rate received 
could not have been much more than 20 cents per 100 lbs. 
The addition of 20 or even 15 cents per 100 Ibs. to the rate 
on such tratlic, not to speak of the great traffic in flour and 
provisions, and in grain to interior points, means an addition 
of several millions of dollars to the winter earnings of the 
railroads between the East and the Mississippi, of which 
those will get the largest share which carry the most through 
freight. Heretofore, immense harvests and through ship- 
ments, though for the most part carried over the trunk lines, 
have profited only the Western railroads, the rates over the 
‘astern roads being too low to yield any profit at all, or only 
a meagre one. 

But it was fully time that there should be some ad. 
vance, for prices have so advanced that hereufter it 
will cost considerably more to operate the roads. 
They have not yet felt the advance very greatly, for 
many important supplies are contracted for some time in ad- 
vance; but they will feel it very decidedly this winter, and 
hereafter, if prices are maintained. 

The advance in the prices of grain have been such that 
no objection seems to be made to the advance in freights. 
The rise of wheat alone within a few weeks has made that 
crop worth about $80,000,000 more in the farmers’ hands, 

and if the freights were lower in this case, the consumers, 
foreign and Eastern, would probably get very nearly or quite 
the whole benefit of it. At all events, when traffic presses as 
it now does, there is practically no way to adjust the supply 
of cars to the demand, except by advancing rates. A hun- 
dred and twenty car-loads are offered for a hundred cars 
now witb the grain rate 35; when it is made 40, probably 
but 101 or 100 will be offered. It is, of course, possible that 
the demand may slacken again, and it is not impossible that 
it may become advisable to reduce the 40-cent rate before 
spring, though that would be an unexampled procesding— 
that is, to make a regular winter rate lower than a regular 
fall rate. We must bear in mind, however, that for two 
years past the actual winter rates have been very much 
lower than the fall rates, and in both of these winters it 
seems tous extremely doubtful whether the highest fall 
rate could have been maintained all winter—that is, without 
a loss of profit to the railroads. 


Tur New Georata RaILRoaD Law is in some respects a 
novelty in American railroad legislation. The railroad 
commissioners are given very extensive powers, but not 
quite as great as the California commissioners have tnder 


the new constitution, while there is very much greener | 
chance that the commission will be capable, disinterested | 
and unbiased. For the Georgia law prescribes not only | 
that the commissioners shall be appointed by the Governor, | 
but, like the English law, that one of them shail be an) 
expert in railroad business and one a lawyer. They are. | 
however, given the great and dangerous power of actually | 
making—not approving, but making—schedules of rates for | 
fares and freights for all the Georgia railroads. If these | 
schedules were to be actually in force, this would be a task 
beyond the powers of any three commissioners. But the 
requirement of the law is that they shall make ‘‘ reasonable 
and just” rates, so that they will probably fulfill their duty 
by what will substantially be schedules of maximum rates, 
which will generally permit the railroads to charge 
less. These schedules are to be advertised (a pretty plum 
to the Georgia newspapers) and are tobe “sufficient evi- 
dence” that the rates therein named are just and reasona- 
ble. The Illinois law only went so far as to make the com- 
missioners’ schedule prima facie evidence of reasonableness; 
but the railroad company might come into court and prove, 
if it could, that higher rates complained of were only reason- 
able. The Georgia law apparently will not permit any judi- 
cial inquiry into the reasonableness of the commissioners’ 
schedules, 

A peculiarity of the Georgia law is the requirement that 
all contracts and agreements of railroads with each other 
must be submitted to the commissioners ‘for inspection 
and correction.” There was, as there has been elsewhere, a 
disposition to prohibit combinations among the railroads 
(Georgia, it will be remembered, is the headquarters of the 
Southern Railway and Steamship Association); but the ar- 
guments of the railroad managers doubtless convinced the 
members of the Legislature that the “ pooling” of business 
might be decidedly in accordance with the best interests of 
the community. Where the state is represented by experts 
really understanding the interests of the shippers as well as 
the business of transportation, there could hardly be any 
difficulty in securing its indorsement of any combination 
which the railroads would be likely to make, and there is a 
good deal to be said in favor of this feature of the law. 

In this connection attention should be called to the excel- 
lent work which some of the Georgia railroad officers did 
while! the railroad question, under consideration 
in the Legislature. We have published some excel- 
lent letters written by them, and we have since received 
pamphlets containing arguments made by Gen. E. P. Alex 
ander, President of the Georgia Railroad, and Mr. H. 8, 
Haines, Superintendent of the Atlantic & Gulf—thoroughly 
good pieces of work, full of information and argument clear- 
ly stated, and presented with such evident desire to get at 
the truth, and state the question fairly, as to command con- 
fidence at once. The South is fortunate in having such men 
on its railroads, and there is room for some more of the same 
sort in the North—thorvugh students of railroad policy, 
capable expositors of it, and too fair-minded and eager to get 
at the truth to become special pleaders even when they be- 
come advocates. 


was 


THE Last Corron Crop cannot yet be estimated with 
accuracy, because it is not yet all harvested, and the weather 
from now to Christmas will affect it somewhat. But aside 
from this, the reports vary so that even approximate esti- 
mates are difficult. The acreage reported by the Agricul- 
tural Department is 12,509,971 acres this year, against 
12,269,121 last—an increase of 240,850 acres, or less than 
two per cent. Now, by applying to these figures the estimates 
of the average yield per acre this year, the Commercial and 
Financial Chronicle makes out a total yield of 5,013,571 
bales this year, or about 60,000 bales less than last year’s 
crop. But by taking the reports of the cotton exchanges as 
to the relative increuse or decrease in each state, the result is 
a crop of only 4,601,810 bales this year. Then the figures of 
“average condition” reported by the Agricultural Depart- 
ment this year indicate a crop of 4,901,444 bales, or two per 
cent. less than last year. Its conclusions are that the Agri- 
cultural Department’s figures indicate a crop of not more 
than 4,902,000 and not less than 4,730,000 bales, while the 
reports of the cotton exchanges show it to be not more than 
5,014,000 and not less than 4,600,000 bales, the largest 
amount being a little less than last year’s crop. 

It is of interest to the carrier to know where the crop is 
larger and where smaller than last year. The cotton exchange 
reports indicate an increase of 4 per cent. in the total yield 
in Tennessee, and a “slight” one in Mississippi. In all other 
states they state the total yield to be less, except Arkansas, 
where it is about the same, and Georgia, which is not re- 
ported. The percentage of decrease in total yield is given 
as 22 per cent. in North Carolina, 20 per cent in South Car- 
olina, 20 per cent. in Alabama, “slight” in Louisiana, and 
no less than 27 per cent. in Texas, which was the largest 
producer last year. Georgia, which stood next to Texas 
last year, is not reported at all. Florida is simply said to 
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of an increase of 4 per cent. With such variations in the 
estimates it is hardly safe to conclude on anything except 
where they agree approximately, which they do on the 
yield of the Carolinas and Texas. The activity of the rail- 
roads depends so largely in these states on the yield and 
price of cotton that they are greatly interested in knowing 
what the crop is. The price, though lower than it has been, 
is still considerably higher than at this time last year, and 
the appearances are that a crop of 4,700,000 bales will bring 
the planters about as much as the 5,073,000 bales produced 
last year. 


RAILROAD RATES IN BELGIUM have the reputation of 
being exceptionally low, as, in a country with the densest 
population in Europe, a vast movement in coal, ores, iron 
manufactures, etc., and extremely cheap labor and iron, they 
might be expected to be. The report of the Minister of Pub- 
lic Works for 1877 gives the average rates received that year 
on the state railroads as 0.19 franc, or 3.686 cents, per pas- 
senger per league of 3.107 miles, or 1.186 cents per mile, 
which is probably the lowest average rate in the world, un- 
less it may be on some of the Indian railroads, where there is 
a very heavy traffic in natives, carried very much like cattle. 
More than four-fifths of the Belgium passengers were of the 
third class, and nearly two-thirds of them traveled on round- 
trip, commutation, workmen’s or other tickets at reduced 
rates. There isa separate charge for baggage, the receipts 
from which in 1877 were equal to about 214 per cent. of the 
passenger receipts. 

The average rate received for heavy freight (excluding 
live stock, and some other articles which pay higher rates), 
was 0.252 franc (4.889 cents) per ton of 2,204 Ibs. per league 
of 3.107 miles, which is equivalent to 1.481 cents per ton 
of 2,000 Ibs, per mile, against an average of 0.9994 cent 
on the New York railroads in the year ending with Septem- 
ber, 1878—that is, the average New York rate was just 30 
per cent. lower than the average Belgian rate. The Belgian 
live-stock rate was 1.96 cents per ton per mile. 

If the New York railroads that year had done all their 
business at the Belgian rates, they would have earned 
$11,874,340 less from passengers (at 1.186 cents per mile 
instead of 2.35438 cents), but $25,064,138 more from freight, 
so the aggregate result would have been an increase of 
$13,189,798 in their net earnings, which would have enabled 
them to double, very nearly, the dividends they paid. 

The system worked by the state includes 1,340 miles of 
road, or about one-third more than the New York Central 
& Hudson River Company works. The traffic of the two 
systems compares as follows: 

Passenger miles. Ton miles. 
Belgian state roads............ 75,037,955 684,169,020 
New York Central & Hudson River.. 300,302,140 2,042,755,132 

Thus, the Belgian roads had 58 per cent. more passenger 
traffic than the New York Central, but the latter had very 
nearly three times as much freight traffic as the Belgian 
state roads. The Belgian traffic per mile of road was 354,- 
506 passenger miles and 510,574 ton-miles, equivalent to 
1851/ passengers and 700 tons of freight each way daily 
over the whole length of the road. Only the New York, New 
Haven & Hartford and the United Railroads of New Jersey 
among American roads have so heavy a passenger trafic, 
buta list which we published Sept. 13, 1878, showed no less 
than twelve American roads with a heavier freight traffic. 


A St. Paut-MoONTREAL RAILROAD is the latest “great 
trunk line” projected, and we should say the least rational. 
The proposition is to construct a railroad from St. Paul across 
Northern Wisconsin and the Upper Peninsula of Michigan, 
where there is hardly any population and scarcely any 
source of trattic except lumber, to Sault Ste. Marie, 425 
miles, to be met there by an extension of the Canada Central 
through the wilderness by Lake Nipissing, about 250 miles, 
making, in connection with completed roads, a line about 
1,000 miles long from Montreal to St. Paul. This would 
be a very direct line, and about 200 miles shorter than any 
now existing from St. Paul to tide-water ; but its capital de- 
fect is that about three-fourths of the line would have to be 
supported almost wholly, at least for many years to come, 
by the through traffic, and the only through traffic it could 
command would be that from St. Paul and from the coun- 
try west of St. Paul. All this would have to be carried not 
only in competition with the existing railroads and the 
present lake and canal outlet, but with the improved 
outlet of the lakes which Canada itself is now making, and 
which is expected pretty soon to enable large lake vessels to 
pass directly from Chicago, Milwaukee or Duluth (the latter 
but 156 miles from St. Paul) to Kingston or Montreal. 
Therefore the new road would have to carry its through 
traffic, which would be pretty much all its traffic, at the low- 


| est possible rates, and if it had to accept the average rates 


received by other roads for through grain and flour since 
1875, if is very doubtful whether it could earn its working 
expenses, even if it got ali the business of St. Paul and the 
country west, to the exclusion of the existing roads and the 
water routes. Of course it could in any case obtain only a 





have produced “less,” but its total production is trifling. 


ricultural Departmert’s estimate of acreage (which gives 
the largest total yield for the country), there would be a de- 
crease of 18 per cent. in North Carolina instead of 22, a de- 
crease of 17 per cent. in South Carolina, instead of 20, a de- 
crease of 25 per cent. in Georgia and 6 per cent. in Florida, 
jp decrease of only 9 per cent. in Alabama, instead of 20, 
the enormous increase of 63 per cent. in Mississippi, instead 
of the “slight” one reported by the exchanges, an increase 
of 18 per cent. in Louisiana, instead of a slight decrease, a 
decrease of 29 per cent. in Texas instead of 27, an increase 
of 23 per cent, in Arkansas, instead of being ‘ about the 





}same,” and 4 decrease Of B2 per cent, in Tetinessee instead 





But by the estimates of yield per acre multiplied by the Ag- | 


share of the traffic, and in all probability not the largest 
| share. Some would go to Duluth, some to Milwaukee, some 
to Chicago and some would go through by rail to New York, 
Philadelphia and Baltimore; some, perhaps, directly down 
| the Mississippi, whose mouth is now wide open to receive it. 
| If, under these circumstances, a new railroad is built from 
| St. Paul to Montreal, it will probably be by St. Paul itself, 
| which alone would be likely to profit by it. Of course the 
| people along the line—what few there are—would be de- 
| lighted to have some one build a railroad for them, but those 
| who have the money will probably object. 
Tae TRAFFIC OF THE New YorK ELEVATED RAILROADS 
was touched upon recently at the Assembly Commntttee’s in- 
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vestigation. The average number of passengers daily over 
each of the three lines of elevated railroad in New York 
in each of the three months ending with September was 
stated as follows by a witness: 











The three 

July. Aug. —_. months. 

Third avenue... .. 71,704 71,698 83, 75,401 
Ninth avenue... .. 10,269 9,376 9,725 9,995 
Sixth avenue... . 42,467 40,751 54,079 45,180 
All lines... ..... 124,440 121,926 146,852 130,576 


The average daily earnings were $6,129 on the Third 
avenue line (814 miles), $715 on the Ninth avenue (5 miles), 
$3,559 on the Sixth avenue (an average of about 6 miles), 
or an average per mile for the three months of $67,512, 
$13,160 and $54,551, respectively, or for the whole system 
$46,500. The Sixth avenue line appears to have been most 
affected by the summer dullness, as was to be expected, as a 
large share of its regular patrons are out of town then. It 
seems to have had much less traffic then with two additional 
important stations, and part of the time two other unim- 
portant ones, than it had a year ago, if the traffic then re- 
ported indefinitely was correctly stated. The earnings per 
mile are certainly very large on the Sixth and Third 
avenue roads, the latter leading—which we would hardly 
have suspected. Hereafter, the Sixth avenue line must show 
very much lighter earrings per mile, as it has about 41¢ 
miles of new road from Fifty-ninth street to One Hundred 
and Forty-fifth, where the population is small and the traffic 
very light. But what traffic there is on this new part of the 
road adds to the pressure on the part below Fifty-ninth 
street, which is already so great that thera seems absolutely 
no way to provide for any further addition, and what can 
be done when the district west of Central Park is well built 
up is a serious question. It is evident that the road ought to 
have been made to carry large trains ; it is hardly practica- 
ble to put any more on during the busy hours, as they are 
already less than two minutes apart. 


LAKE AND CANAL RaTES have advanced during the past 
week, and canal rates quite rapidly. The advance in lake 
rates is half a cent a bushel, to 8 cents for corn and 8'¢ for 
wheat from Chicago and Milwaukee to Buffalo, but half a 
cent less was sometimes accepted last Wednesday. Canal 
rates have gone up from 7 cents for corn and 8 for wheat 
from Buffalo to New York to 9 and 10 cents, and Wednes- 
day the boatmen were asking 1 cent more, which caused 
shippers to hold off. The highest wheat rate by canal in 
1878 was 8!¢ cents, in 1877 12 cents and in 1876 10 cents. 
Ocean rates have been lower, generally 8d. to 9d. by steam 
from New York to Liverpool, but going as low as 714d. 
Tuesday and Wednesday. 





London Meeting of the New York, Lake Erie & 
Western. 





A meeting of the share and bondholders was held at the 
Cannon Street Hotel on Wednesday, Oct. 8, 1879, Sir Ed- 
ward W. Watkin, M. P., in the chair. 

The Chairman said: Gentlemen, that which we have asked 
you to meet for to-day I think myself might be summed up 
in three words of Sir Robert Peel on a celebrated occasion, 
‘* Register |” ‘* Register !” *‘ Register !” It is very odd that 
the bond and stockholders of the Erie Railway appear not to 
be really informed of their exact position. Now I will tell 
you what it is. There is to bea meeting of the company on the 
25th of the following month of November, at New York, and 
at that meeting all the directors, 17 in number, will go out, 
and 17 more, either the same or others, will have to be elected. 
Mr. Powelland myself, with Mr. Westlake, all of us being now 
present, as the voting trustees, deemed it to be our duty to call 
you together in order that you may thoroughly understand 
where you are, so that if you do not take those precautions 
which prudent men adopt to protect their own interests by 
taking the measures which are aimply sufficient for the pur- 
pose, which we have been the means of providing, then the 
responsibility will be yours and will not be ours. (Hear, 
hear). Now, the position you are in is this: Half the shares 
that are registered are to be voted upon by the voting 
trustees, myself, Mr. Powell and Mr. Westlake. Therefore 
unless somebody docs that which is impossible, namely, 
votes more than half, the voting trustees have swactically 
the control of the voting of the ordinary and preference 
stock, Then, in addition to that, our power to exercise that 
voting{power annually, or whenever there are meetings of 
the company, extends for a period of three years until after 
the full dividend has been paid upon the full amount of the 
preference stock. Therefore you see our duty is not merely 
a responsible one, and to some extent a powerful one, but it 
is a rather long continuing one, the shorter the better. In 
addition to that (we having the right to vote for one-half), all 
the registered shareholders and hojders of Erie bonds, and all 
the different classes, have also the right of voting at all elec- 
tions of directors, and their rights extend ‘*to one vote for 
each $100 in nominal value of bonds held by them respective- 
ly at a date 30 days previous to such election or general meet- 
ing.” Therefore you will say, ‘‘We need not alarm ourselves; 
everything will go on right because you, the voting trustees, 
can vote half the shares, and it is quite impossible the other 
half will vote, and therefore you are the masters of the situ- 
ation ;” but it is my duty to point out to you that all the 
bondholders have votes, oa a good deal must depend, of 
course, in a narrow contest on the votes of the bondholders. 


Now, we are informed, although what truth there 
is in it I do not know, that attempts have been 
made in New York to buy the ordinary stock of 


the company with a view to prevent its oa wee 
Now if you could suppose that which is possible—I do not 
mean to say it. is probable, but is porsible—that only asmall 
proportion of the ordinary shares and _ preferences shares 
were registered, and a large number of the holders of bonds 
in America were to go and register their bonds, and vote 
themselves, it is not impossible we might be out-voted. It 
is in that state of things, and in the midst of all the rumors 
and ups and downs of stock we now see, and which to me 
are in a very great manner incomprehensible, that we have 
thought it our duty to call you ay anemee so that there should 
bo no mistake as to your full knowledge of the matter, 
and your knowing ‘what you ought to do. Well, 
what we ask you to do is, to have your bonds 
registered and give your proxies, according to 
the form which is before you now, and_ collect- 
ing our proxies let us show at the election at New York on 
the 25th of November, as large an amount of representa- 
tionas possible. (Hear, hear.) Now, I believe this has hap- 
pened to a very large number of the English investors, that 


finding they could either get all their money back, or some- 
thing more—in some cases a good deal more—they have, 
with a commendable prudence, allowed Brother or Cousin 
Jonathan (whichever he is), to have their property, and the 
hope of the Englishmen is, that as avery large amount of 


the property is now held on the other side of the Atlantic, 
the Americans having a interest in the good-will of the 
will look after it. I sincerely hope that it will 


ng | 

so. Now, gentlemen, | will tell you a ng announce- 
ment that has just ap , which will rather astonish ou, 
for I did not know before that I was ever — of be- 
ing able to be in two places at once. I have here a cable, 
which has been received by Mr. Ayers, our Secretary, from 
Mr. Jewett: ‘‘ Party here claims to have received ca’ le that 
Sir Edward Watkin started for New York on Saturday, pre- 
pared to transfer the Trustees’ proxies to Vanderbilt.” Of 
course, I need not tell you all these disquieting rumors, I 
should only appeal to prudent people to take the ordinary 
protection and the ordinary precaution of being able to vote 
upon the stock and bonds they possess, in order that they 
may have a proper representation. 

Now, gentlemen, having given you that very good advice, 
I will say just a word or two in reference to the progress of 
the traffic and net revenue during the half-year. Now,from all 
the information that I can collect, I believe that the revenue 
of $16,000,000 will be earned in the year 1878-79, which we 
always expected would be earned, but, unfortunately, from 
the great competition which they call “ cutting cf rates,” 
combinations about coa! and so on, a very large increased 
amount of work has been done with a reduction in the 
amount of net profit. Now I will read you an extract from 
a letter of Mr. Jewett; he says: 

** We could not control the coal roads and companies in their 
unaccountable persistency in a policy which will not only 
weaken, but must eventually, unless checked, destroy many 
of them. Our revenue is largely derived from the business 
of those companies. We had to compete in the oil traffic 
with the pipe lines, who were seeking to divert that business 
from the railroads, with a view of protecting ourselves for 
the future, believing that through that competition we would 
eventually bring about such arrangements as would protect 
the railroads in the proper proportion of that traffic. We 
had also to maintain our position in the market as a carrier, 
notwithstanding the fact that the competitive rates were re- 
duced to almost nominal figures; otherwise when rates were 
advanced we would be unable to control this proportion of 
the traftic to which we were legitimately entitled. And the 
fact that under all these circumstances we were enabled to 
increase largely the business over the road, which would se- 
cure to us a largely increased net, as well as gross, revenue, 
when the competition was over, ought rather to encourage 
than to discourage the shareholding interests in the com- 
pany. Inmy judgment, we have shown more strength and 
ability tocompete im the contest through which we have 
passed than it was reasonable to suppose we had, and that 
our position is to-day much stronger than it ever was, and 
that at the hands of our competitors we command a 
greater degree of consideration than we have ever 
heretofore commanded. Without our New England 
line being open, with all the disadvantages of still using 
largely a single track, we have increased our tonnage, for 
the first nine months of the present fiscal year, equal to a 
ton for every mile hauled of 211,470,024 tons over tha cor- 
responding months of last year, a relative increase, I think, 
greater than that made by any other line, and which, at the 
low rate of a cent per ton per mile would have ay us an 
increased revenue, substantially, of over two millions of dol- 
lars without any increased expenses. Indeed, if our own 
traffic had been at the low rate of a cent per ton per mile, 
our net revenue for the nine months would have been far in 
excess of our net revenue for the entire fiscal year of 1877-8. 
The simple results, without considering the attending circum- 
stances and the probable future consequences, may be dis- 
couraging; but I think if you were here you would concur 
with me, that we have done a good work which will result 
permanently to our advantage, and prevent any recurrence 
of the policy which was inaugurated by some of our competi- 
tors hoping to show their strength and our weakness.” 

Gentlemen, although we must all much regret to see so 
large an amount of work done for such an inadequate pay- 
ment, itis certaiily satisfactory to note that the great 
American railways have agreed to appoint a Board of 
Arbitration, with a view, if possible, to settle their 
differences without a contest, and also that much of the com- 
petitive traffic has been divided. 1 do not know that I need 
trouble you with any further remarks. I have told you the 
reason we have called you together; I ask you to exercise 
your franchises carefully, and I have told you all I know 
about the probable state of the accounts for the past year. 
(Hear, hear). I think that is all Ihave to trouble you with; 
but for the sake of form I will im move * That this meeting 
of bond and stockholders, resident in this country, do regis- 
ter their bonds and send their proxies to New York.” 

Mr.T.W. Powk.u.—I will second that. I do not know that 
I have much to add except this, that it seems rather a criti- 
cal time, and I do not myself see how the business can be 
very well managed unless the proprietors think fit to accept 
the willingness of Sir Edward Watkin, which he has inti- 
mated to me, to go out on this occasion to look after their 
interests. (Hear, hear, and applause.) It may be that if 
Sir Edward Watkin goes out he may find he has gone out 
uanecessarily, but, on the other hand, it may be we shall 
find he has gone out to great advantage. It is one of those 
cases where we cannot possibly see beforehand what may be 
wanted in the next few weeks, and I think that nothing 
more prudent could be done than that Sir Edward Watkin 
(who is willing to go and face the disagreeables of 
the sea at the latter end of the year) should be 
taken at his word, and allowed to go out armed 
with the proxies of every one who will entrust them to 
him, and also thet Mr. Ayers, the Secretary of the voting 
trustees, and the company’s mt should go with him, so 
that if Sir Edward shoul finish his business avd not find it 
necessary to wait for the meeting, he might leave Mr. Ayers 
behind armed with the proxies and the right to vote. (Hear, 
hear). I cannot see that anything less than that ought to be 
done, and I think the bondholders and proprietors present 
should express their desire to that effect to Sir Edward, and 
as he is quite willing to go, I think he ought to be taken at 
his word. (Hear, hear). It is, of course, impossible to con- 
ceive what may happen, as far as one can look into the mys- 
terious proceedings that are going on; it looks as if there was 
a contest going on in New York between some two in- 
terests to catch up a large amount of voting power in the 
Erie Company. e know that this contest is notin any 
way taken part in by the people on this side of the water, 
and we have not the smallest reason to suppose that Mr, 
Jewett or any of his board are taking any active part in 
that contest. So it would seem there are two outside parties, 
each of whom, for some purpose or other, is anxious to gain 
a large amount of voting power for the next election, and 
such parties certainly ought to be watched. To put it in a 
plain manner, we do not suppose that t et and rich 
people take a great deal of trouble and buy a large amount of 
property without a purpose, and it may be perhaps, that their 
purpose may be something that may militate against the ad- 
vantage of the Erie Com We cannot disguise from our- 





selves this, that the Erie line is a very important competitor 





of Mr, Vanderbilt’s line, and I do not see that it is to be as- 
sumed that if Mr. Vanderbilt came into power he would be- 
come at once satisfied to work the Erie way against his 
own oniting interests, We must look at it calmly and clearly. 
Mr. Vanderbilt holds a highly respectable position in Ame 
and is a man of eminence and power, but it does not follow 
because he is so rich that he would work the Erie line in the 
interests of the Erie proprietors and bondholders. Therefore, 
it is not because he is a man of great wealth and power that 
we should put the Erie Railway under his control. _ For these 
reasons I recommend the bondholders, as Sir Edward is will- 
<> go, to take him at his word. 

i resolution was put to the meeting and carried unani- 
mously. 

THE CHAIRMAN.— With regard to going to America, I hope 
it may not be necessary that I or one of the other trustees 
should go to America, but if it is necessary I certainly shall 
not shrink from a duty which I look upon as incumbent 
upon me (Hear, hear, and applause). That concludes our 
business, gentlemen. 

Mr, CONYBEARE.—I rise to move a vote of thanks to Sir 
Edward Watkin and the other trustees, and more especially 
to Sir Edwaid Watkin, for his readiness and willingness to 
go abroad. But I wish to add a word to my vote of thanks 
as to what the bond and stockholders ought to do. I think 
you should back up loyally those who have worked so loy- 
ally for be and I should have been wanting in loyalty my- 
self if I had not come up this morning and given my proxy 
for my holding, which is a very considerable one in bonds, to 
those who have worked so well for us, Therefore I say every 
one of you are bound to send in your proxy for every bond 
and share you hold, in order to support the influence of Sir 
Edward Watkin or Mr. Ayers, or both of them, on the otber 
side of the Atlantic. They have worked so well for you that 
you may trust them to do it again, and they may be able to 
tell you more when they come back of this extraordinary 
rise in the value of our property out there. (Hear, hear.) 

The resolution was carried unanimously. 

The CHAIRMAN.—We are very much indebted to you, gen- 
tlemen. I have to remind you that during five years—we 
have been nearly five years engaged upon this business—the 
salable value of the property has increased about eleven 
millions sterling, and 1 believe every Englishman who 
wishes to get rid of his property and realize his money, and 
put it in something he can daily see, can do so if he pleases 
without loss—at least, I hope so. e have done our business 
in the full light of day, and I believe it is the publicity, the 
frequent meetings and many discussions, which have given us 
the position of moral authority we at present possess. (Ap- 
plause.) I thank you very much for your vote of thanks, 

The meeting then separated. 


“ienevel Mailroad MWlews. 


MEETINGS AND ANNOUNCEMENTS, 


Meetings. 

Meetings wil) be held as follows : 

Baltimore & Ohio, annual meeting, at the office, Camden 
Station, in Baltimore, Nov. 17, at LO a.m. Transfer books 
close Nov. 8. 

New York, Lake Krie & Western, annual meeting, at the 
office, No. 187 West street, New York, Nov. 25, at noon. 
Transfer books close Oct, 25. 


Dividends, 


Dividends have been declared as follows: 

Boston & Albany, 4 per cent., semi-annual, payable Nov. 
15. 

Camden & Atlantic, 8'¢ per cent,, on the preferred stock, 
payable Nov, 1. 


Mail Service Extensions. 
Mail service has been ordered over railroad lines as fol- 
lows: 
Clarkson, Weston & Glenville.—Service ordered from 
Clarksburg, West Va., to Weston, 26.25 miles, from Nov. 1 
next, 


Brotherhood of Locomotive Engineers, 


The Grand International Division of the Brotherhood met 
in annual convention in Kansas City, Mo., Oct 15, about 150 
members from all parts of the country and Canada bein 
present. Mayor Shelley delivered an opening address o 
welcome, followed by R. T. Van Horn, after which the 
opening address was delivered by P. M. Arthur, Grand Chief 
Engineer. Mr. Robinson, Second Chief Engineer, of Canada, 
delivered a short address, mostly devoted to temperance, 
afier which the programme for the session was arranged. 

The business sessions then began, and were expected to 
continue until Oct. 28. As usual, the business was conducted 
with closed doors. 

On Oct, 21, the Grand Division elected officers for the en- 
— year, only one or two changes being made. It was 
resolved to hold the next annual meeting in Washington, 


October of the Joint 
mittee, 

The subjects announced for consideration at the meeting 
in New York beginning Tuesday of this week were given as 
follows in the circular calling the meeting: 

1, Report of Committee on Classification. [Since circu- 
lar No, 106 was sent out asking for vote upon adoption of 
this report, a number of amendments have been offered, 
which have to be considered in meeting.] 

“2. The adjustment of rates from Evansville. 

«3. Chicago terminal roads will consider questions which 
have arisen in regard to traftic included in the Chicago Div- 
ision. 

‘4, St. Louis terminal roads will consider the division of 
west-bound traffic and other questions relating to division of 
east-bound traffic from that point. 

“5, La Fayette terminal roads will consider the division 
of traffic from that point. 

“6. The maintenance of passenger rates and the report of 
the meeting of General Passenger Agents of Sept. 11 aud 12 
will be considered. Every other subject og oy | to the 
business of the joint Executive Committee may be brought 
before the meeting.” 

There were represented at the meeting the following rail- 
road companies: Atlantic & Great \\estern, by J. H. 
Devereux; Baltimore & Ohio, by Milton H. Smith and A. C. 
Rose; Boston & Albany, by Wm. Bliss; Canada Southern, 
by W. H. Perry; Great Western, by G. B. Spriggs; Indign- 
apolis & St. Louis, by J. C. Noyes; Lake Shore & Michigan 
Southern, by John Newell; New York Central & Hudson 
River, by E. C:ark, Jr.; New York, Lake Erie & Western, by 
R. C. Vilas; Pennsylvania Company, by J. N. McCullough; 
Philadelphia, Wilmington & Baltimore, by Jobn 8. Wilson; 
Wabash, St. Louis & acific, by A. L. Hopkins. 

The attendance being small, the consideration of passen 
ger traffic was omitted. 

Some amendments were suggested to the east-bound clas 
sification submitted by the Cincinnati committee meeting, 
which will have to be submitted to a vote of the full com 
mittee before being introduced. 

The most important action of the meeting was to resolve 
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upon another advance of 5 cents per 100 lbs. in the west- 
bound rates on grain and fourth-class freight, to go into 
effect Monday, Nov. 10. 

A proposition was made to the proportion of the 
St. Louis provision rate to the C rate, which was re- 
ferred but not acted upon. 


Central Association, General Passenger & Ticket 
Agents. 

Pursuant to call, this association met at the Grand Pacific 
Hotel, Chicago, Oct 16, Seventeen out of the 44 roads in the 
association were represented, The gentlemen were as fol- 
lows: 

E. A. Ford, Vandalia Line, Chairman; Geo. H. Daniels, 
Chicago & Pacific, Becretary; H. C. Wentworth, Michigan 
Central; W. A. Thrall, Chicago & Northwestern; J. R. 
Wood, Chicago. Burlington & meer, P. Johnson, Illi- 
nois Central; Frank Snow, Canada thern; H. C. Towns- 
end, Wabash; J. B. Mahony, Peoria & Rock Island; Robert 
F. Nathan, Green Bex & Sonesta: A. J. Smith, Cleveland, 
Columbus, Cincinnati & (Indianapolis; H. Monett, Pittsburgh, 
Cincinnati & St, Louis; Mr. Summerville, representing 
James Charlton, Chicago & Alton; W. H. Stennett, Chicago 
& Northwestern; F. R, Myers, Pi h, Fort Wayne & 
Chicago; J. W. Cary, Shore & Michigan Southern; 
Joha tagan, Kankakee Line; C. H. Rockweil, Indianapolis, 
Peru & Chicago; M. L. Ettinger, Chicago & Iowa; A. E. 
Clark, representing W. B. Shattuc, Atlantic & Great West- 
ern; G. W. Smith, La Fayette, Bloomington & Muncie. 

The meeting affirmed the proceedings of the late mouias 
at Cincinnati, and rev the colonists’ rate sheets. To 
reach the first conclusion required a good deal of time, 
though it was at last carried through unanimously. ‘The 
result is expected to be seen in a better Keeping of the pas- 
senger rates east of the Mississippi River. Another advan- 
tage will be the gaining of more uniformity and economy in 
the issuance of round-trip tickets. 

The meeting adjourned without doing as much as was in- 
tended, owing to the small attendance. The next meeting 
will be held on call of the Secretary, who, in the meantime, 
will acquaint the general managers by letters, with some de- 
tails of the measures which it is pro to adopt. 

The subject of the general pool between east and west- 
bound roads did not come before the meeting. 


Southwestern Railway Association. 


A dispatch from St, Louis, Oct. 22, says: “* At a meeting 
of the Southwestern Association here to-day, at which there 
was a full representation, the general freight agents sub- 
mitted a report on the new c fication, which was in har- 
mony with the classification of the roads west of the Mis- 
souri River, adopted Oct. 10, which was agreed to. It was 
also agreed that hereafter ig howe | excepting live stock, 
shall be rated by the 100 Ibs., in: of by car-loads. The 
Omaha extension question did not come up. Therefore, 
there was no re-arrangements of percentages. Another ses- 
sion will be held to-morrow,” 


ELECTIONS AND APPOINTMENTS. 

American Society of Civil pi meena od Moaninsting 
Committee has presented the following list Jto be ballote 
for: President, Albert Fink; Vice-Presidents, James B. 
Francis and Octave Chanute; retary and Librarian, John 
Bogart; Treasurer, J. James R, Croes; Directors, William 
H, Paine,,C. Vandervoort Smith, Charles Hermany, Edgar 
B. Van Winkie, Gouverneur K. Warren. Mr. Fink ‘is now 
First Vice-President. Mr. is the present incumbent. 
Ballots are sent by letter, and to be counted must arrive 
by Noy. 5, when the anaual meeting is held. 


Atlantic & North Carolina,—Mr, Sol. Haas has been a 
pointed General Freight Agent. He is also General Freight 
Agent of the Richmond & Danville, and its leased lines. His 
office is in Richmond, Va. 


Boston, Revere Beach & Lynn. —At the annual meeting in 
Boston, Oct, 16, the following directors were chosen: Edwin 
Walden, John G. Webster, John B. Alley, Edward 'l'yler, 
David Loring, T. B, Dix, Henry Breed, David L. Webster, 
Charles W. Slack, A. B. Martin, N. Gibson. 


Brotherhood of Locomotive co eg its convention 
in Kansas City, the Grand Division elected the following of- 
ficers: P. M. Arthur, Grand Chief En, r; T.S. Ingraham, 
First Grand eine: Charles Fletcher, Second Grand En- 
rineer; W. H. Neal, Second Grand Assistant Engineer; D. 

Jennett, Third Grand Assistant Engineer; J. E. 
Grand Guide; G. W. Tyre, Grand lain. 

The Insurance Association elected P. M. Arthur Presi- 

dent; T. S. Ingraham, General Secretary and Treasurer. 


Chicago & Alton.—A circular from General Superintendent 
Van Horne, dated Oct, 13, says: 

‘From this date the division superintendents will control 
and be responsible for the train service on their respective 
divisions. O, Vaughan, Assistant Superintendent, at Bloom- 
ington, will control the distribution of rolling stock between 
the divisions. The local distribution of cars will be attended 
to by the division superintendents,” 

The following appointments are announced: A. H. Mc- 
Gregor, Chief ‘Train-Dispatcher, and to act also as Train- 
Master, Chicago Division. M. Steele and E. Styles, Assist- 
ant Train-Dispatchers, 

J. F. Angel, Chief Train-Dispatcher, and to act also as 
Train-Master, St, Louis Division, J. A. Welden, Assistant 
Train-Dispatcher. 

J. A, Jordan, Chief Train-Dispatcher, and to act also as 
Train-Master, Jacksonville Division. E. 8. Needles, Assist- 
ant Train-Dispatcher. 


Chicago, Burlington & Quincy.—Mr. F. H. Tubbs has 
been assigne. to duty on the [owa Division as General Car 
Agent with office at Burlington. 


Danville & Southwestern.—The officers of this company, 
successor to the Paris & Danville, are as follows: President, 
Charles Ridgley ; General r, James ; Secre- 
tary, Treasurer and Auditor, Robert Popkess; General 
Freight and Ticket Agent and Master of Transportation, B. 
E. Matthias. The office of the President is at Springfield, 
Ill. ; those of the other officers at Paris, Ill. 


Eastern.—Mr. Daniel 8. Wallis has been appointed Acting 
Master of Rolling Stock, to date from Oct. 1. 


Ft. Madison & Northwestern.—This company was recently 
reorganized and the following directors chosen: J. C. Atlee, 
T. P. Bingham, Charles Doerr, Henry Ketchum, D. M. 
Kelly, 8S. P. Kendrick, E. Pitkin, George Schlopp. The 
board elected J. C. Atlee, President; Henry Ketchum, Vice- 
President; Charles Doerr, Secretary; 8S. P. Kendrick, Treas- 
urer. 

Ind‘ana, Bloomington d& Western.—Mr. Isaac D. Barton 
has been appointed Superintendent, in place of Gen. P. 
Pease, resigned, Mr. mwas formerly Superintendent 
of the Long Island road; was then for a short time with the 
Atlantic & Great Western, then with the United States Roll- 


ing Stock Com: , and has tl Manage: 
New York & Manhattan Beach road. seihcina 
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Jeffersonville, Madison & Indianapolis.—Mr, Wm. Swans- 
ten is to be Master Mechanic, in place of Reuben Wells, re- 
signed. He has been Foreman and assistant under Mr. 

ells for several years. 


Joliet & Mendota.—The officers of this company, as 

recently chosen, are: President, Joseph 8. Reynolds, Chi- 

; Vice-President, C. C. P. Holden, Chicago; Secretary 

and Treasurer, David L. Holden, Matteson, Ill.; Assistant 

Secretary. Wallace B. Caswell, Joliet, [ll.; Attorney, C. C 
Bonney, Chicago. 


Kansas Pacific.—Mr. J. J; Dickey has been appointed Su- 
perintendent of Telegraph. He holds also the same position 
on the Union Pacific. 


Louisville, Cincinnati & Lexington.—The following circu 
lar, from President J. B. Wilder, is dated Oct, 1: 

The duties of Purchasing Agent have this day been trans- 
ferred to William Mahl, Auditor. His orders in reference 
to any matters pertaining thereto will be respected accord- 
ingly.” 

Nashville & Decatur.—At the annual meeting in Nashville, 
Tenn., Oct. 15, the following directors were chosen: J. W. 
Sloss, W. M. Duncan, John Orr, J. F. Wheless, A. H. Lusk, 


Norwich & New York Transportation Co.—At the an 


Moses Pierce, Norwich, Conn.; Oliver Woodworth, New 
London, Conn.; Gilbert W. Phillips, Putnam, Conn.; Francis 
H. Dewey, George W. Gill, Woicester Mass.; Wm. T. Hart, 
James H. Wilson, Boston; W. Bayard Cutting, Charles W. 
Copeland, New York. The board elected Moses Pierce, 
President; O. L. Johnson, Jr., Secretary and Treasurer. 


Olean, Bradford & Warren.—At the annual meeting in 
Olean, N. Y., Oct. 18, the following directors were chosen : 
C. 8. Cary, 58. 8. Jewett, G. B. Gates, W. H. Glenny, J. F. 
Schoelkopf, H. &. Morris, C. J. Hamlin. The board elected 
C, 8. Cary President; UG. B. Gates, Vice-President; F. S. 
Buell, Treasurer. 


Pensacola & Selma.—Col, John T. Milner has been ap 
pointed Chief Engineer. 


Union Pacifie.—The jurisdiction of Mr. J. J, Dickey, Su- 
perintendent of Tecegrer®, is extended over all the roads 
and branches controlled and worked, including the Omaha 
& Republican Valley, the St. Joseph & Western, the Colo- 
rado Central and the Utah & Northern. Mr. Dickev has 
also been made Superintendent of Telegraph of the Kansas | 
Pacific, as noted elsewhere. 


Vermont & Canada.—At the annual meeting in Bellows 
Falls, Vt., Oct. 16, the following directors were chosen with- 
out opposition: Bradley Barlow, St. Albans, Vt.; Charles E. 
Billings, F. A. Brooks, J. D. Bryant, Wm. Mixter, Samuel 
Wells, Boston; Edward D. Mandell, New Bedford, Mass, The 
road is worked by the Central Vermont. 


PERSONAL. 


—Mr. Henry Harrison Farnum died in Port Jervis, N. Y., 
Oct, 14, aged 71 years. He began life as an engineer, his 
first service being on the survey of the Delaware & Hudson 
Canal under John B. Jervis, in 1826. He was afterward 
Assistant Engineer under Russell F. Lord, and for several 
years Chief Engineer of the canal. He had charge of the 
building of a section of the Black River Canal in New York, 
but in 1845 gave up engineering and went into business in 
Port Jervis, where he has been very successful. He leaves a 
large property. 

—Rudolph P. Priester, Freight Agent at Mobile, Ala., for 
the Mobile & Montgomery road, disappeared suddenly last 
week, but was arrested a few days later in New Orleans and 
taken back to Mobile under charges of stealing some $10,000 
from the company. 

—Mr. James Murray Kay, Manager of the St. John & 
Maine Railway, was married in Bangor, Me., Oct. 15, to 
Miss Mary Freeland Prentiss, of that city. A very large 
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| the Northwestern markets have been exceeded but twice 
this year, and four times last year. The shipments of these 
markets have taken a sudden spring forward. They are 37 
| per cent. greater than in the preceding week and larger than 
in any other week of any year, though they were nearly ap- 
proached in one week last year. The advance of rail rates 
announced for the following week doubtless stimulated this 
movement, but the proportion that went by rail was not 
very large, though the quantity was doubtless larger than 
rates were so high and navigation 
|open. The receipts at Atlantic ports were considerably 
| smaller than in the previous week, yet larger than in any 
| other week of this year except one, and exceeded but once 
| in any other year. 
| Of the Northwestern receipts, 47.1 per cent. was at Chi- 
| cago, 14.7 at Milwaukee, 11.8 at Toledo, 9.9 at Detroit, 7.6 
| at St. Louis, 4.5 at Peoria, 2.4 at Duluth, and 2 per cent. at 
| Cleveland. Detroit’s receipts are extraordinary, St. Louis’ 
| the smallest for some time. 
| Of the receipts at Atlantic ports, 56.3 per cent. were a 
| New York, 20.7 at Baltimore, 12.9 at Philadelphia, 5.3 et 
| Boston, 4.5 at Montreal, 0.2 at New Orleans, and 0.1 per 
cent. at Portland. It is noticeable that Boston is not get- 
|ting much more grain now, when the total Atlantic re- 





D. B. Cliffe, J. W. Baugh, John Frierson, L. Frierson, T. M. |ceipts are 7,000,000 to 8,000,000 a week, than it did in 





S. E. Rose, John Tanner, George Mason, George the winter and spring, when the receipts were 4,000,000 to 
sin Cask tan tal seed the Louis | 8,000,000, "ex export Wate in Hour rather than heal 
& Nashville. and flour is not included above. 

During the month of September last, the receipts of grain, 


including flour reduced to grain, at the four ports mentioned 


nual meeting last week, the following directors were chosen: | below were as follows: 


a ——-1 878 





Bushels. P. c. of total. Bushels. P. c. 

New York.... 18,193,473 58.9 17,955,302 62.0 
Baltimore.... 6,173,775 20.0 4,560,646 15.7 
Philadelphia., 3,503,427 11.3 3,924,295 13.5 
Boston........ 3,022,732 9.8 2,537,726 8.8 
The four,.30,893,407 100.0 28,977,969 100.0 


The increase since last year has been but 1.3 per cent. at 
New York, but was 35 per cent. at Baltimore, and nearly 
20 per cent. at Baltimore, while there was a decrease of 10% 
per cent at Philadelphia. 

For the week ending Oct. 21 (Tuesday), receipts and ship 
ments at Chicago and Milwaukee were, in bushels: 


Receipts. Shipments. 

SND os ci0.naguen bb tern BAeel. toas6> 3,600,961 3,667,260 
a er 1,240,200 781,000 
DE is) $diaanes . 4,841,161 4,448,260 


Buffalo receipts were 3,871,285 bushels by lake and 812,- 
600 by rail; shi ments, 2,614,749 bushels by canal and 
1,201,260 by rail. 

For the same week, ending Oct. 21, the preceding week 
and the corresponding week last year, receipts at the four 
leading Atlantic ports were, in bushels: 

—- — Week ending 
Oct. 21, 1879. Oct, 14, 1879. 
wees ee es 4,418,390 4,565,173 


Oct. 22, 1878. 


New York... 3,399,999 


Baltimore.... o-.0.0- 1,461,384 1,866,470 611,157 
Philadelphia.... .... 958,800 1,165,700 $46,780 
ee 602,865 478,042 354,725 

The four ports. ..7,441,439 8,075,385 5,212,661 


New York receipts were 59.4 per cent. of the total for the 
week, against 56.5 per cent. for the preceding week and 63.3 
2 cent. for the corresponding week last year. Of the New 

York receipts for the week 1,620,892 bushels—36.9 per 
cent.—were by rail. All the ports show a gain over last 
year, and all but Boston a decrease from the preceding week. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Nine months ending Sept, 30: 


1879. 1878. Ine. or Dec. P.c. 

Cairo & St. Louis.......... $184,880 $169,969 I. $14,911 8.8 
Chicago & West. Michigan. 467,997 390,632 I. 77,365 19.8 
Cleve., Mt. Vernon & Dela 287,887 275,723 I. 12,164 4.4 
Denver, 8. Park & Pacific.. 495,419 eee ye ey — 
Nash., Chatta. & St. Louis.1,271,021 1,188,031 I. 82,990 7.0 
Net earnings......... 458,624 388,851 I. 69,773 17.9 
Paducah & Elizabethtown. 214,048 236,601 D, 22,5453 9.5 


Seven months ending July 31: 
New York, Lake Erie & 





company was present at the wedding. 

—The friends of Mr. Leander Garey will be pleased to hear | 
that he has so far recovered from his serious illness as to be | 
able to leave his room, although not yet well enough to go | 
out. Probably a month or more may yet elapse before he | 
will be able to attend to business. 
—The Savannah News thus speaks of the Georgia Railroad | 
Commissioners: *‘ Ex-Gov. James M. Smith is a lawyer of | 
considerable ability and experience, and bis career as legis- 
lator and Governor: has enabled him to become quite | 
familiar with public affairs in general and railroad matters | 
in particular. 

** Major Campbell Wallace is now a banker in Atlanta, | 
but his life has been devoted to building and running rail- | 
roads, and in his old age he ought to be abundantly able to 
render valuable service in the position to which he has been 
called, and in which his mature judgment and ripe experi- | 
ence will be largely depended upon by his associates in set- | 
tling questions of tariff and rebate. } 

**Hon, Samuel Barnett, of Washington, is one of the most | 
scholarly men in the state. * * He is a great reader and 
student of political economy, and to him the other commis- | 
sioners will look for advice and counsel in settling the great | 
questions of political economy that will frequently arise for 
consideration. 

**The Board of Commissioners, therefore, may be said to | 
have three important elements in its composition. Gov. 
Smith is the practical statesman to represent the common 
people. Major Wallace is the railroad man to represent that 
interest, and Mr. Barnett is the political economist to har- | 
monize the above-named interests upon a basis of sound | 
public policy.” 


Grain Movement. 
Receipts and shipments of grain of all kinds at the eight 


Atlantic ports for the week ending Oct. 11, have been as 
follows for the past seven years, in bushels: 





North- —~-Northwestern Shipments .—- 

western P.c by Atlantic 
Year. receipts. Total. By rail. rail. receipts. 
1873.... 4,885,946 5,443,210 738,908 19.1 3,980,203 
1874. ....4,006,901 3,590,822 422,641 11.6 3,154,393 
1875, ....4,986,513 3,999,015 1,145,256 28.6 3,817,656 
1876. ... 6,164,195 4,366,720 1,835,091 42.1 3,718,853 
1877. ....5,519,469 5,386,512 1,030,797 19.1 5.742.99 
1878, ....5,698,266 5,089,802 1,245,545 24.5 7,343,525 
1879, ....7,671,299 6,841,069 1,817,672 26.6 7,894,596 





The movement continues extraordinary. The receipts of 





—Gen, P. Pease has resigned his position as Superintendent | Production 
of the Indiana, Bloomington & Western road, after several a. gacrrseee + 
i | Stock, Sept. 30..... . 
years’ service. | Stock, pt. 3 


y — | 
TRAFFIC AND EARNINGS, 


reporting Northwestern markets, and receipts at the seven | 





Western...... .... . ...$8,938,625 $8,289,299 1.$649,326 7. 
Net earnings............ 2,170,492 2,284,450 D, 113,858 4. 
Three months ending Sept. 30: 
Wisconsin Valley bee te $66,282 
Month of July: 
New York, Lake Erie & 
ee ee ae Se $1,273,533 $1,157,691 
Net carmingS....c.c.ese- 315,850 +} 


$50,566 I. $15,716 31.1 


7 1.$115,842 10.0 
326,709 D. 10,859 3.3 
Month of August: 


Grand BR ccicccce ves 0s £145.657 D. £142 0.1 
Net earnings........... ; 50,814 I 1.816 3.6 

St. Louis & Southeastern, . . $66,766 I. 9.990 15.0 
Net earnings............. 24,909 1. 11,443 45.8 
Month of September: 

Cairo & St. Louis $20,584 I. $8,087 39.3 


Cleve., Mt. Vernon & Dela.. 
Denver, S. Park & Pacific 

Nash., Chatta. & St. Louis 
Paducah & Elizabethtown. 
Wisconsin Valley 


5,028 14.6 





x 
= 
mt bt 


Second week in October : 


Chi, & Eastern Illinois..... $19,916 $18,627 I. $1,289 6.9 
Chi., Mil. & St. Paul.. 278,000 190,896 I. 87,104 45.6 
32 *' 9 ey eee 430,721 364,687 I. 66,034 18.1 
St{L., Iron Mt. & So.. 172,910 143,934 I. 28,976 20.1 


Ween ending Oct. 10: 


Great Western...... ..... $102,504 $97,856 I. $4,648 4.7 
Week ending Oct. 11: 
Grand Truak...........:. $212,558 $202,804 I. $9,754 4.8 


Petroleum. 


| Stowell’s Petroleum Reporter gives the production of the 


Pennsylvania oil wells for September as follows, in barrels 
of 42 galions: 


1879. 1878. Increase. P.c. 
seen eeee e+ 1,855,700 1,315,810 540,890 41.4 

.1,627,120 1,434,225 192,895 1.6 

. ...7,620,725 4,599,362 3,021,363 65.8 

No. of producing wells...... 11,760 10,012 1,748 17.4 
Pittsburgh receipts of crude oil for September were 207,863 

| barrels, of which 156,722 came by pipe line, the rest by rail. 


Shipments of refined were 1,115 barrels west and 118,556 
| barrels east by Pennsylvania Railroad. 
Coal Movement, 


| Coal tonnages for the week ending Oct. 11 were reported 
| as follows : 


1879. 1878. Increase. P.c. 
| AMAR ii. 050: Kas sniccecns 567,451 499,496 67,955 13.6 
| Semi-bituininous........ LL eee deeosne sons 






Bituminous, Pennsylvania... 40,516 
Coke, Pennsylvania.......... RP ee ag > CA Ae sebe 
Most of the Cumberland coal companies resume this week, 
paying the price of 50 cents per ton, which the miners asked. 
The anthracite companies have generally advanced prices, 
and a further advance for next month is said to be agreed 
on, if possible. 
The Philadelphia & Reading fixes freight and tolls from 
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Schuylkill Haven to New York Harbor on all coal going to 
New York or eastward at 46 per cent. of the selling price, 
except for pe coal, on which the rate is 70 per cent. On 
coal going beyond the Capes of the Delaware, or through the 
Delaware & Raritan Canal, freight and tolls from the mines 
will be 45 per cent. of net price at Port Richmond for lum 
and steamboat ; 35 per cent. for egg, stove, and chestnut, 
and 65 per cent for pea coal. 

The low water in the Ohio, caused by the long drought, 
has seriously embarrassed the Pittsburgh trade. There is said 
to be 18,000,000 bushels—720,000 tons—of coal at Pittsburgh 
and in the pools above, waiting for a rise, and every boat 
that can be had is full. Coal is scarce down the river, and 
some shipments are being made by rail. 


Chicago-St. Louis Rates. 

A dispatch from St. Louis, Oct. 21, says: “The general freight 
agents of the Chicago & Alton, Llinois ‘Central, Wabash, 
Chicago, Burlin ton & Quincy, Chicago & Eastern Illinois, 
Vandalia, and Indianapolis & St. Louis railroads heid a 
meeting here to-day to adjust freight rates between St. 
Louis and Chicago. After full Gaeeon, the meeting 
agreed to rates ou a basis of 40 cents for first class; flour, 
80 cents; lumber and pig-iron, 11 cents, and cattle, hogs 
and sheep, $30 per single-deck car.” 


Ocean Freights at San Francisco. 


A great pressure to ship wheat and a scarcity of tonnage 
in port have combined to send up ocean freight rates very 
rapidly at San Francisco. During the last two weeks they 
have gone up 50 per cent , and on Oct. 17, as much as 65s. 
per ton, about at cents per bushel for wheat, to Liverpool 
was asked, the highest rate fora longtime. It is probable 
that this is only temporary, however, as many ships are on 
their way to San Francisco for cargoes, and more will be 
sent as the demand is reported. 


Southwestern Association Rates. 
Mr. Midgley’s Circular No. 8 gives the following east- 
bound rates from Missouri River points, beginning Oct. 18 : 





To 
St. Louis 
and Miss. To To To 

Cents per 100 lbs : River points.Chicago. Milwaukee. Toledo. 
DEP MEES Gdcbiccdunbeswevreen 60 65 ween 115 
2d >? sade .. 45 60 ess 90 
3d sO 45 oS ee 70 
4th . 20 26 2814 40 
Wool, butter and eggs 42 50 Pyaar Pe 
Wheat . 20 25 o7ig 31% 
Corn, oat 15 20 22KG 2616 
Cured meats........... 20 26 284 33% 
Dressed fresh meats : 

In refrigerator cars........ 34 46 4816 

In common cars.........+-: 28 41 451g 

Dollars per car-load ; 
Live stock, except hogs and 

SGN eccctpecteash gxesew $50 $62, 
WE, wadads Settsovaasctethees 40 47% 
Sheep in single-deck cars.... 40 45 
Hoop-poles and hay.......... 30 40 


Live Stock Exports, 


The chief of the Bureau of Statistics reports the values of 
the exports of cattle and of all live animals during the past 
two fiscal years, ending with June, as follows: 

——Year erding—— 
1879. 1878 


4 Increase. P.c. 
CR nn és ctsserves $8,379,200 $3,896,818 $4,482,382 115.0 
All live stock..... ... 11,487,754 5,844,653 5,643,101 96.6 


During the last year 79 per cent. of the cattle and 71 per 
cent. of all the live animals exported went to Great Britain. 
The Chief of the Bureau adds: 

“It is believed that the improvements which have been 
made, and are still in progress, for effecting the speedy trans- 
geet vg of cattle, and for securing their comfort and 
,1ealth both on railroad cars and on shipboard, will result in 
a large and constant increase of the exports of live animals. 

‘Under the present facilities for direct shipments on 
through bills of lading from the Northwestern States to Eu- 
rope, the persons placed in charge of the cattle at the inte- 
rior point of shipment in many instances accompany them 
throughout the entire journey to Liverpool, thus securing 
greater efficiency in the care of the animals.” 

Chicago Shipments. 

For the week ending Oct. 18, shipaments of freight east- 
ward from Chicago amounted to 88,514 tons, againt 32,397 
tons the previous week, and were the largest since the pool 
was formed. The shipments by each route were: 


Flour, Grain, Provisions, Tota], 

bblis tons. ns. tons, 

Michigan Central..........-. 17,852 6,052 1,212 9,048 

LARS BOTS. 2... oc ccsiccesccce 14,175 4.537 1,650 7,605 

Fort Wayne..............--. 12,040 4,802 2,014 7,020 
Pan-Handle........ .....-- 1,805 3,€40 2,060 5, 
Baltimore & Ohio.... «-- 2823 8,385 345 8, 

5. ccaceshaves 4vtie 48,195 26,415 T7279 38,514 


The earnings from the shipments of this week must have 
been something like $32,000 from flour, $180,000 from 
grain, and $58,000 from provisions, and $38,000 more than 
the tariff of the previous week would have yielded. 

The proportion carried by each route was 23.5 by the 
Michigan Central, 19.7 by the Lake Shere, 18.2 by the Fort 
Wayne, 15.8 by the Pan-Handle, and 23.3 by the Balti- 
more & Ohio. The immense grain shipments by the latter 
are remarkable, being much_ more than hy any other route. 
It has more than made up for its deficiency heretofore 
and now immensely exceeds its proportion, which is smaller 
than that any other road. While other roads have to 
refuse freight for lack of cars, the Baltimore & Ohio at Chi- 
cago takes all that offers. It is said, however, that it does 
not take its proportion at some cther points, apparently 
making a point oF preferring the Chicago shipments. 

The weekly shipments since the advance of the grain rate 
to 30 cents, Aug. 23, have been, in tons : 






Week ending Tons. Week ending- Tons 
DIT. « is ovduvdeescovds 33,308 Sept. 27.. 
MS Eb nib va dhud Senae 27,449 Oct 4.. 

ie eee 25,349 1l.. 

ie SR eee et 24,204 ' Bos iw eipia ermal 





The last week, thus, shows the heaviest traffic. 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


It is stated that the Missouri Pacific has ordered six pas- 
senger engines from the Rogers Locomotive Works, and 
oe beary freight engines from the Baldwin Locomotive 

Orks. , 

The Connellsville (Pa.) Car & Machine Works are running 

full time and have several orders for cars on hand. 
The Danford Car Axle Co., of Chicago, has filed articles 
of incorporation in Illinois. The capital stock is to be 
$1,000,¢ The incorporators are Ebenezer Danford, Ed- 
son Keith, E. G. Keith, Jas. L. Woodward, Chas. W. Smith 
and Geo. P. Jones. 

The Ohio Falls Car Co., at Jeffersonville, Ind., has re- 
cently shipped several passenger cars to the Burlington & 
Missouri River in Nebraska, and narrow-gauge cars to the 











a Joseph & Des Moines and the Caledonia, Mississippi & | oO 


estern. 
The Ashton blow-back safety-valve, which, it is claimed, 
is noiseless in its operations, has been adopted by the Fitch- 


vere Beach & Lynn roads. 

A St. Louis dispatch says that contracts have been given 
out by the consolidated Wabash, St. Louis & Pacific Com- 
pany for 30 locomotive, 15 passenger cars, 500 stock, 400 
coal and 2,200 box cars, all to be delivered before March t 
next. 

The Barney & Smith Manufacturing Co., at Dayton, 0O., 
is building 160 box cars for the Indianapolis, Decatur & 
8 ey 7 d road. 

e Litchfield (Ill.) Car Co., is buildin; 
Indianapolis, Decatur & Springfield . 

The pay car on the Chicago, Burlington & 
beer furnished with 42-in. paper car wheels, which is their 
first introduction on this road. 


Tron and Manufacturing Notes. 


Oswego Furnace, in Clackamas County, Oregon, is in full 
last furnace 


blast. It is a charcoal furnace, and the only 
on the Pacific coast. 


Swift’s Iron and Steel Works, Cincinnati, are running full 
double turn in all departments. They are shipping 175 tons 


of rails and bar iron, and 50 tons of pig iron per day. 


The Columbus (O.) Rolling Mill is at work on an order for 


iron rails for the La Fayette, Bloomington & Muncie road. 


The Burrell-Johnson Iron Co., at Yarmouth, N. 8., is mak- 
ing a number of frogs and sets of switch-irons for the West- 


ern Counties Railway. 

The James River Steel Manufacturing & 
been organized in Amherst County, Va., 
yarties. Ex-Governor John F. Hartranft, of Pennsylvania, 
is President, and J. P. Richeson, Secretary and Treasurer. 


Bridge Notes. 


The new market-house at Georgetown, British Guiana, for 
which the Edge Moor Iron Co. is to furnish the iron, is to be 
The building is designed and the 
plans made by Wilson Brothers & Co., engineers and arcbi- 


255 by 275 ft. in size. 


tects, of Philadelphia. 
Jones, Benner & Gibson, of Philadelphia, have the contract 


for building an elevator of 1,500,000 bushels capacity for the 


Pennsylvania Railroad, at Harsinus Cove, Jersey City. 

The Edge Moor Lron Works are at Edge Moor on the Dela 
ware River, between Chester, Pe., and New Castle, Del. 
At this point there is deep water close along shore. 
company’s post-office address, however, is at Wilmington, 


el. 
The Atlanta (Ga.) Bridge Works of Wilkins, Post & Co, are 
building six spans, of 100 ft. each, over the Chattahoochie } 


50 flat cars for the 
Quincy has just 


Mining Co. has 
by Philadelphia 


The 


experts, however, by P. T. Ransford and Christian 


f these 
ASS nan Palace Car Company, it 


| Kneass, Haq, for the 

| turned out that the experts either knew nothing of the con 
| struction, 
burg, the New York & New England and the Boston, Re | wheels, 


manufacture 


or qualities of 
else were 


the 
interested in a i 


or the manufac- 


| ture and use of iron wheels, which latver class, it is alleged, 


are being rapidly replaced by paper wheels, Numerous 


| models of the paper wheels were exhibited to the jury by 


| Messrs. Kneass and Ransford, and they contended that they 
were not only more safe and durable than the best iron 
wheels, but were far more expensive, and one of them would 
last as long as ten of the other kind. It was sought to be 
established that iron wheels were liable to break at any mo- 
ment, were subject to contraction and expansion by the ac- 
| tion of cold and heat, and were not strong enough for the 
heavy Pullman cars; but that the paper wheels were not lia- 
ble to be affected by either heat or cold, were capable of 
sustaining any weight, supported the cars without jarring, 
and were practically indestructible. It was also shown that 
the North Pennsylvania Railroad Company had to 
keep the cars in good order and repair. The case excited a 
great deal cf interest among members of the bar, railroad 
men and mechanical engineers on account of the important 
and novel questions involved. It is stated that a verdict 
which would condemn the wheels would involve a loss of 
over a million dollars to the Pullman Company alone (!). 
Aiter the plaintiffs had closed their evidence, ho Kneass 
and Ransford moved for a judgment of non-suit on the 
ground that the plaintiffs had failed to make out their case 
and that their testimony did not show any liability what- 
ever on the part of the Puilman Company. “After argument 
by the counsel, the Court granted the non-suit, sustaining 


= Sens view of the case.—Philadelphia Times 
Oct. 17, 4 





| Big Car Loads. 


| A correspondent calls attention to the following item from 
; a paper published on the line of the Midland Railway of 
|Canada: * The 6:25 train south last evening,comprising 11 
cars, was packed with returning excursionists, who had 
passed the day in Peterborough visiting the exhibition. It 
| 1s waned eae g ay ere were 12,000 on board,” Our “cor- 
| respondent adds; ‘So much for a loc : , 
| of what a car will hold.” Of © Nee MNS NEn Seget 
We should think so! That isan average of 1,091 people 
|toacar, Passenger cars in Canada must be pretty large. 
| But perhaps an extra O slipped in somehow, c 
Look Out for Him. 


Mr. ©. J. Ives, Superintendent of li 
| Mr. C.J. » Superintendent of the Burlington, Ce 
| Rapids & Northern road, issues the following Grecian, 4 
| dressed especially to superintendents of Southern roads : 

“A person calling himself J. R. Bailey is traveli 


River, for the Western & Atlantic road, and one span of 80 | South, and has provided himself with a counterfei of rd 


ft. for the Greenville & Columbia road. They have just com- 
pleted five deck spans, of 120 ft. each, over the Etowah River 


on the Western & Atlantic. , 


letter-heads used in my office and also office stamp, and will 
doubtless attempt to impose on railway officials by their use. 
| I need hardly add, he is an impostor and entitled to no credit 


The Clinton (Ja.) Bridge Co. is building a combination | whatever on account of this railway. He is descri 
truss bridge with one span of 180 ft., one of 60 ft., and one being 5 ft, 10 in. in height, sandy hair, moustache calaedion 


of 45 ft., over Red Lake River at Crookston, Minn. 
The Toronto (Ont.) Wrought Iron Bridge Co. is building a 
bridge of five spans, 125 ft. each, on the Credit Valley road, 


and a highway bridge with one span of 125 ft. and two of 


25 ft. each, at Sherbrooke, Quebec. 


A Curious Accident. 

A dispatch from Phillipsburg, N. J., Oct. 15, says: “‘A 
singular accident occurred at the round-house yard of the 
New Jersey Central Railroad this morning. A new engine 
was standing near the turn-table, which was adjusted to re- 
ceive another engine, The fireman of the new locomotive 
was engaged in shining the brass work, and was stepping 
into the cab window when his body struck the throttle, 
throwing it wide open. 
under full head of steam. 
revolutions, and then the ponderous 
into the open pit of the turn-table, 
steam almost immediately, but the work had already been 
done and the engine was a wreck at the bottom of the pit, 
the table was ruined and a loss of $5,000 or more occasioned, 
There are four freight engines and two passenger engines 
imprisoned in the round-house. The fireman was uninjured, 
but has been discharged. The engineer will also probably 
lose his place for leaving the engine standing in that posi- 
tion. 

A Handsome Parlor Car. 


A Lucas parlor car, built at Wilmington, Del., for the 
Woodruff Sleeping & Palace Car Co,, and intended to run 
between Savannah and Jacksonville, recently passed 
through Baltimore on its way south, and is thus described 
by the Baltimore American: ** The interior arrangements 


machine dashed 


In an instant the engine was off 
The driving-wheels made two 


The fireman shut off 


| Look out for him.” 


j)An Old and Faithful) Employe. 


Capt. Richard Smith, one of the oldest railroad men in the 
; country, who has been in the employ of the Philadelphia 
iW ilmington & Baltimore Company since the road was built. 
| has been relieved from active duty on account of extreme 
| age and siclness. Capt, Smith ran his first passenger train 
| over the road 42 years ago and for 25 years was conductor 
on passenger aud freight trains. Lately he has been in 
charge of the night freight department, He is now 82 years 
old and lives on Eden street, near Bank.—Baltimore Gazette. 
| Be Careful with the Torpedoes, 


| George Daley had a railroad torpedo in the watch-pocket 
of his vest. He was foremanof the carpenters engaged in ro- 
building snow sheds near Cisco, Last Thursday he was press- 
ing hard against a timber, when the torpedo exploded, tear- 
ing a hole through his ribs. Dr. Curless, of Truckee who was 
called to attend him, says he never witnessed such’ agon y in 
| his life as that which Daley suffered from the accident. “The 
wounded man is now in the hospital at Sacramento, There 
| is little hope of hisrecovery, All must feel sorry for the »oor 
| fellow, But every man who hasoccasion to handle torpedoes 
| and giant powder caps should learn from Daley’s fate to keep 


| such ge re out of his pockets.—Reno (Nev,) Gazette, 


Oct, 


OLD AND NEW ROADS. 


Atlantic & Great Westera.—A London telegram of 
Oct, 22 reports that this company’s securities are rising, on 


are those which attract particular attention, as even a hasty | the strength of the report that the road is t« "4 
inspection develops the fact that, while all the appointments | to the New York Cortral, » be sold or leased 


are of the most elegant description, those for the comfort and | 


convenience of the passenger have received the first consid- 
eration. At each end of the car are found toilet and retiring 
rooms for ladies and gents, and also accommodation for 
the porter. A new arrangement in this connection is the 
system of electric call apparatus for this latter individual, 
which connects with each seat or berth, similar to that of 
a first-class hotel. The seats, with nickel-plate trimmings, 
are upholstered in green and scarlet plush velvets, and are 
very handsome. The wood-work of the interior is of walnut, 
the panels of French walnut; and the sleeping berths, when 
closed, represént an elegant series of panel-work. Toilet 
apartments are furnished with every convenience, the wash- 
stands being marble-topped, and above, an elegant French 
plate mirror. The several apartments into which the car is 
divided at night are arranged by a series of elegant curtains 
or draperies of green and gold cloth. Add to this, elegant 





regard 


Beersheba Springs.—Surveys have been made for a 


narrow-guage road from Tracy City, Tenn., north by east to 


Beersheba Springs in Grundy County, a distance of 18 milos. 
‘he Tennessee Coal & Railroad Company, the terminus of 
whose road is at Tracy City, will, itis said, give substantial 
aid to the new project. 


Boston, Hoosac Tunnel & Western.—The track of 
this road is now complete from the Massachusetts state line 


| soreee the southwest corner of Vermont to Eagle Bride, 


, a distance of 17 miles. 
A very prompt and sharp piece of work was done on this 
road a few Sundays ago. The long legal contest in 
_to the four crossings of the Troy & Bos on 
Troy & Bennington tracks by this road was 


decided in favor of the Boston, Hoosac Tunnel 
| & Western Company. 


and 
lately 


. . & ; ; yale ; Three of se crossings ar 1 
lights swung in nickel-plate trimmings, and the entire interior | crossings, the fourth a ree of these crossings are under 


- : rrade crossi - cur 
carpeted in fine style, it makes, on the whole, as complete | tracks, this curve canine" © arroesing of four curved 
comfort and elegance as can be wished by any traveler. The | crossing to be at differe 


exterior of the car is beautifully on? in maroon ground, 
striped in green, blue and gold, and is supplied with the 
Westinghouse brake and all modern improvements.” 

Paper Car Wheels in Court. 

In the United States Circuit Court, before Judges 
McKennan and Butler, the trial of the case of George W. 
Halloway and wife against the Pullman Palace Car Com 
pany was resumed. The plaintiffs sought to recover damages 
for the death of their son, caused by an accident on one of 
the Pullman cars on the night of Nov. 1, 1876, on the 
Niagara express train. The accident was caused by the 
breaking of one of the wheels under the forward truck of the 
palace car Woodbine, several persons being killed and many 
wounded. The broken wheel, as well as all the wheels of the 
palace car on that train, was made of paper, and the plain 
tiffs contended that the wheels made of that material were 
unfit for use, and not as good as first-class chilled iron wheels, 
and that the use of such paper wheels was such gross negli 
gence on the part of the Pullman Palace Car Company as 
made the latter liable for damages. The plaintiff called a 
large number of engineers and experts, who testitied that, in 
their opinion, paper wheels were not fit for use, and that it 
was unsafe to place 


them under the company’s cars, and that | & Great Western and the New York, Lake Erie & W 
only wheels solidly cast were safe. Upon cross-examination | from an order confirming a referee's report in fayor 


the 16 frogs necessary fo: the 
nt angles. The entire crossing of 16 
frogs and 2% rails was ordered from the Pennsylvania Steel 
Works and promptly made and shipped, but the car cor:tain- 
ing it did not appear when wanted, nor was its whereabouts 
| known. In fact it did not reach the Boston, Hoosac Tunnel 
| & Western track until half-past nine on a Saturday evening. 
| The load—seven tons—-was at once loaded on wagons and 
| hauled seven miles over a rough road, and between S:unday 
|and Monday mornings the entire crossing was laid, not de- 
taining in the least the traffic on the Troy & Boston road 
Every piece in the crossing fitted accurately in its place 
On the same day and night, at two of the under-crocsings 
some miles apart, all the piles for temporary work, theal: iving 
of which would obstruct traffic, were driven, and no ceten 
tion whatever was experienced by Troy & Boston trains, 
Mr. Robert L. Harris was the Engineer in charge of tis 
work, and E. M. Leuffer Division Engineer: we are infor aod 





that every one connected with the road worked with a will, 

and did his full share, The work was distributed over a dis- 
tance of some six miles. 

Buffalo & New York Pipe Line.—In the New York 

| Supreme Court, General Term, at Rochester, Oct, 17, argu 


ment was heard in the matter of the appeal of the AUantic 
i 
{ the 
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condemnation of certain lands owned by those companies 
for the use of the Buffalo & New York Pipe Line Company. 
Counsel for the petitioner and respondent, the pipe line com- 


pany, that that yee = was organ: under the 
aws of the state passed in 7H. that it already duly 
complied with the requirements of those laws, and that it 
intended in good faith to construct a line of pipes from Car- 
roliton, eee County, to Dayton, in the same county ; 
that it required real estate of the contestant as described 
in its petition, for the purposes of its incorporation—for the 


construction operation of said line of pipes; that the 
contestant refused to sell the same, and the line com- 
pany then asked that commissioners be appointed to appraise 


the lands, etc. 

On the other hand, the contestants in their answer denied 
‘that the petitioner was duly nized under the laws of 
1878, and alleged that the petitioner (the Pipe Line Com- 
pany) was an o tion formed wa’ Borg wivate pur- 
jposes and uses, not for a public use; t the petitioner 
required the land described, for the purpose of constructing 
and operating thereon a line __ for the sole ep eae 

h were owned by ac of 


tion of crude tage oils w! 
producers, refiners and tors; that when this land is 


acquired it cannot be by the public, but will be enjoyed 
solely and entirely by private persons or corporations for 
their own use and t; that the petitioner no power, 
either by virtue of said laws or otherwise, to acquire title to 
the land in question, without consent of the contestant, and 
that the act of 1878, so far as it assumes to confer such power 
ay, Mme right of eminent domain, is unconstitutional and 
void, 


Burlington, Cedar Rapids & Northern.—In_ the 
United States Circuit Court in Des Moines, Ia., Oct, 18, a 
bill was filed by J. N. Tappen, Trustee of the former firm of 
Henry Clews & Co., to set aside the decree of foreclosure 
under which the Burlington, Cedar Rapids & Minnesota road 
was sold and transf to the present company,on the alleged 
ground that the estate under his charge was defrauded of 
some $400,000 by the proceedings in the case. 


Canadian Pacific.—Sealed p will be received 
by F. Braun, Secretary of the De’ ment of Kailways and 
Canals of the Dominion of Can at Ottawa, Canada, un- 
til Nov. 17, for the construction of part of this line in British 
Columbia. The work to be let extends from near Yale to 
Lake Kamloops, and is in four sections, as follows : Emory’s 
Bar to Boston Bar, 29 miles; Boston Bar to Lytton, 29 
miles ; Lytton to Junction Flat, 2814 miles; Junction Fiat 
to Savona’s Ferry, 404¢ miles. Specifications, bills of quan- 
tities, conditions of contract, forms of tender and all printed 
information may be obtained on application at the Pacific 
Railway office in New Westminster, British Columbia, and 
at the office of the Engineer-in-Chiet at Ottawa. Plans and 
profiles will be for tion at the latter office. No 
tender will be entertained unless on one of the printed forms 
and all the conditions are complied with. 


Central Branch, Union Pacific.—This company is not 
only extending its lines west Rone the Solomon Valley, 
but is also arranging for several branches. The Scandia 
Branch is to be extended northward into Nebraska. A new 
branch is to be built from see Kan., south to Lincoln, 
reaching into territory heretofore tribu to the Kansas 
Pacific. Work on the Jewell County Branch is to be pushed 
forward to Burr Oak as soon as possible. 


Chicago & Strawn.—Work is reported actively in prog- 
ress on th: which is to complete the Wubash branch to 
Chicago. It will be 95 miles long, and a large part of the 
grading is already done, 


Clinton & Shousetown.—This company has been 
organized to build a road from Shousetown, Pa., on the 
Ohio River, up reper > Run to Clinton, to reach some 
coal mines. It will be about seven miles long. 


Colorado Central.—It is stated that a third rail, of 3-ft. 
gauge, is to be laid from Golden, Col., to Denver, 14 miles, 
so that the trains and cars from the narrow-gauge division 
can be run through to Denver without transfer of freight 
or passengers, 

The stock ($100, held by Gilpin and Jefferson counties, 
has been sold to Jay Gould and associates for $25,000. 


Columbus, Chicago & Indiana Central.—In In- 
dianapolis, Oct. 17, the petition of James A, Rousevelt and 
Wm. A. Foadick, trustees and receivers, was heard in the 
United States Circuit Court, and an order granted authoriz- 
ing petitioners to pay off and discharge $666,500 Indiana 
— second-mortgage 10 per cent. bonds, on and after 

an. 1 next. 


Dayton & Southeastern.—Track has been laid on the 
extension of 11 miles from the late terminus at Mussellman, 
0., east by south to Chillicothe, making the road 81 miles 
long, from Dayton to Chillicothe. Work is in progress on a 
further extension from Chillicothe southeast toa point in 
the Jackson County coal-field, a distance of about 30 miles. 


Ft. Madison & Northwestern.—This road, which is 
finished from Ft, Madison, Ia., west 10 miles, and graded 
for some distance further, has been sold to Henry Ketchum 
and others, who agree to push it forward, and are said to 
have considerable capital. 


Georgia.—It is stated that the operations of this road for 
the six months ending Sept. 30 show an increase in gross 
earnings of $36,000, or 10,9 per cent., and an increase in net 
earnings of $13,000, or 24 percent. The figures for this 
half-year, in round numbers, were: Gross cornings, $366, - 
000; expenses, $804,000; net or om $62,000. All extra- 
ordinary expenses have been met and included in expenses, 
and a large amount paid out for steel rails and for a new 
grain elevator. 


Great Western.—A cable dispatch from London says : 
‘The Great Western Railway’s half-yearly report has been 
issued. The half-year’s net revenue exhibits a deficiency of 
over 210,000 sterling. The credit balance from the previous 
half-year reduces this to £6,000, which forms a charge 
against future revenue. A dividend on the preference stock 
was also carried forward to the debit of the next half-year. 
Ths hemes aay look hopefully on the prospects of the current 
six months,’ 


Joliet & Mendota.—At the recent annual meeting of 
this company, it was stated that the right of way had been 
secured for 45 miles of the 54 from Joliet, TlL., west to Men- 
dota, and as soon as the right over the remaining nine miles 
was obtained, work would be begun on the grading. 


Kansas Central.—In 1871, the county of Leavenworth, 
Kan., voted to give this company $250, Kansas Pacific 
stock, owned by the county, as a bonus in aid of the road. 
Subsequently a lawsuit was begun to prevent the transfer 
of the stock, in which the county took part. Ata recent 
meeting of the County Commissioners it was voted to with- 
draw from the suit, to cease all opposition to the transfer, 
and to urge that it be made at once. 


_ Kansas City, Ft. Scott & Gulf,—This company has 
ust completed and opened for business a branch line from 
Baxter prings, Kan., its southern terminus, eastward 
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through Short Creek to Joplin, Mo. 
miles long, and is built to reach the lead mining region about 
Joplin, and to secure a share of its trade, from which this 
road had been cut off by the sale of the Missouri & Western 


| pany. 


Lake Champlain & Moriah.—This short road is just | 


now pretty fully employed. About 2,000 tons of iron-ore a 
ye boy brought down for shipment from the wharves on 

e Champlain, and as many trains are runas the company 
can provide. 


Little Falls & Dakota.—A preliminary survey has | 
been completed from Little Falls, Minn., to Brown’s Valley 
in Traverse County, 130 miles. The line is reported gen- 
erally favorable, with only a few places where heavy work 
will Be needed, The final location from Little Falls to Mor- | 
ris, 90 miles, is to be made at once. 


Louisville & Nashville.—Local papers report that this 
company is making some surveys for a line Bons Pulaski, 
Tena., eastward by Fayetteville to Chattanooga. If true, 
this a matter of some importance. | 


Memphis & Charleston. — This company issues the 
following circular to connecting roads: 

“On and after Oct. 15 resume the sale of tickets and check- 
ing of baggage (through and local) to all points on, and | 
| reached via, this road, with the following exceptions: 
| * Do not sell tickets or check baggage to Buntyn or Mem 

vhis unless passengers hold a permit issued by John Johnson, | 
uperintendent of Quarantine, permitting them to go to 
those points. 

** Do not sell tickets or check baggage via Memphis to any | 
point west of the Mississippi River. 

** Passengers east-bound, going to or passing through | 
Grand Junction, Corinth, Decatur, Stevenson or Chattanooga, 
will be required by health officers to give satisfactory evi- 
dence that they have not been in an infected place or district 
within the past twenty days. 

** Moscow is still the western terminus for passenger trains, 
but a passenger coach is now attached to freight trains be- 
tween Moscow and Transfer Station (54 miles distant from 
Memphis), which runs in connection with passenger trains 
east and west.” 





Michigan Central.—The jury summoned by the Coro- | 
ner to consider the case of the persons killed in the Jacksun | 
collision, after hearing a large amount of testimony, ren- | 
dered the following verdict on Oct. 17: } 

‘The said persons were instantly killed on the morning of | 
the 10th day of October, 1879, between 7 and 10 minutes | 
after 1 o'clock, on the main track of the Michigan Central | 
Railroad, in the town of Summit, a short distance east of | 
the eastern limits of the city of Jackson, by a violent colli- 
sion between the western bound Pacific express train known | 
as No, 2, on which there were passengers or employés, and a | 
switch train, consisting of an engine and tender, a way car 
and nine loaded freight cars. That at the instant of collision 
the Pacific express train had a clear right to the track and 
was running at the usual rate of speed of that train under 
similar circumstances, 

“That under the rules and orders of this railroad company | 
the switch train had no right to be upon the track at the 
time, and that it was placed there by the order of Evander | 
T. Colwell. the yard-master, at Jackson Junction, in charge 
of the road; that said Evander T. Colwell was criminally 
negligent of his duty in so ordering the switch train upon 
the main track at a time when the Pacific express was liable 
to arrive within 10 minutes, as he had ample time of ascer 
taining, and that if he was deceived as to time, it was by 
his own miscalculation or want of calculation, 

“That Joseph Sawyer, switchman in charge of the engine, 
knowing that Colwell had made mistakes on previous 
occasions, is censurable for permitting his engine to go upon 
the main track in the face of admitted danger without de 
cided protest. 

“That Robert R. Jones, engineer of the switch engine, is | 
censurable for moving his engine upon the main track when | 
he knew, by examination of his own watch, that he could 
not do su without violating the rules and orders of the com- 
pany. : : ; 

* That it is quite possible that the engineer on the Pacific 
express saw the white light cn the east switch, indicating a | 
clear track, just before the red light was displayed, and that | 
he did not see the latter until too late to avoid a collision, if, 
indeed, it could have been prevented had he seen the red |} 
light the instant it was shown, 

** And the jurors further say that the amount of switch- | 
work in this yard is large and constantly increasing, and | 
renders is a very important point to the safety of the travel- | 
ing dublic as well as the railway employés. The existing 
difficulties in the way of incoming trains from the east ob- | 
taining early and reliable notice of danger there by reason | 
of the curve in the approaching track, the deep cut in the 
road-bed, which is liable to be filled with fog and the yard- 
smoke fo obscure the view, are shown both by the evi- 
dence and the recent calamity. 

** We suggest, on the evidence before us, the propriety of | 
providing additional safeguards and danger-signals, and the 
necessity of establishing such signals at a point further east- | 
ward than those now in use, especially in view of the high 
rate of speed invited and required by the company in pass- 
ing stations at which no stop is made.” 








Missouri, Kansas & Texas.—The New York Tribune | 
of Oct. 23 gives currency to rumors concerning this road as | 
follows : 

“The negotiations which have been pending for several | 
months for the reorganization of the Missouri, Kansas & | 
Texas Railroad have been thus far unsuccessful. The road | 
has been operated since July 1, 1876, by the Union Trust | 
Company in behalf of the bondholders. A consequence of 
the proposed reorganization would be the leasing of the road 
to the Chicago, Burlington & Quincy Railroad, which con- 
nects with it at Hannibal, Mo, Of the $14,'752,000 first 
mortgage bonds, a company of Dutch bankers controls about | 
$6,000,000. A member of the Purchasing Committee of 
the bondholders is still in Europe, where he went to seek 
the consent of the Dutch bankers. His mission has failed, 
but an offer has been made by the foreign bondholders to ac- 
cept new bonds bearing 5 per cent. interest, provided they 
shall be guaranteed by the Chicago, Burlington & Quincy 
Company. The interest offered in the scheme of reorgani- 
vation was 4 per cent. without additional security. The 
limitation of time for this offer, it is understood, will expire 
this week, and strong efforts have been made to secure the 
assent of a sufficient number of bondholders here to render | 
certain the accomplishment of the plan. 

‘“*The consolidated Wabash Company, it is said, has made 
to the American bondholders a more favorable proposal. 
The rumor was denied in part by the officers of the com- 
pany, but itis understood on excellent authority that the 
company has proposed to pay 6 per cent, interest on the first 
mortgage. If the offer of the Dutch bondholders should he 
accepted within the stipulated time, some of the American 
bondholders will begin, it is said, foreclosure proceedings in | 
order to reap the fruits of the more profitable proposition of | 
the Wabash Company.” 





The new branch is 151 


and the Joplin roads to the St. Louis & San Francisco Com- | 


| Mails, ete 


| Duck River Valley road, from Columbia, 
| burg, 34 miles, under the lease lately made. 
| will be extended from Petersburg to Fayetteville, 10 miles, 


| holders have begun suit to foreclose their mortgage. 
|cerning this suit a Springfield (Ll) dispatch of Oct. 16 


[OCTOBER 24, 1879 


| Montgomery & Troy.—An offer has been made to 
| grade this projected road from Montgomery, Ala., southeast 
to Troy, about 50 miles, at the engineer’s estimate, stock 
to be taken for one-half the amount. 


Nashville, Chattanooga & St. Louis.—The following 
statement is for the three months ending Sept. 30, the first 
quarter of the company’s fiscal year: 

1879. 1878. Inc. or Dec. P. c. 

Passage. ......... $102,365.69 $104,013.83 D. $1,648.14 1 
Freight............. 315,666.93  247,26643 I. 68,400.50 27.7 
we dice o k0¥ 15,103.14 14,778.79 324.35 2 
Total..........8433,135.76 $496,059.95 I. $67,076.71 18.3 
Expenses........... 264,856.47 248,814.04 I. 16,042.43 6.4 
Net earnings,.$168,279.20 $117,245.01 I. $51,034.28 43.5 
Per cent. of exps... 61.17 67.98 D. 6.81 10.0 

For the month of September the gross earnings were $157,- 
363.38; expenses, $84,470.04; net earnings, $72,893.34. 
Taxes, interest and proportion of dividend for the month 
amounted to $55,030.10, leaving a net surplus of $17,863.2- 
for the month. 

This company last week took formal possession of the 

Ten. to Peters- 
The road 


as soon as possible. 

The people of Smith County, Tenn., are urging upon this 
company the necessity for an extension of its Tennessee & 
Pacific Branch from Lebanon east. It will probably be built 
some 20 miles out, if a reasonable sum can be raised along 
the line 


New York, Lake Erie & Western.—The following 
statement comes, as usuai, from London, and is for the month 
of September: 

1879. LA78. Inc. or Dec. P.c. 
Gross earnings .$1,273,532.75 $1.157,690.87 IT. $115,841.88 10.0 
Expenses...... 957,683.03 830,081.44 -[. 126,701.59 15.2 


Net earnings. $315,849.72 $226,709.43 D. $10,859.71 3.3 
The net earnings for the ten months of the fiscal year to 


July 30, compared with the same period last year, show a 
decrease of $344,629.80. 


New York & New England.—This company will re- 
ceive at the Treasurer’s office, No, 224 Federal street, Bos- 
ton, until Oct. 31, proposals for all or any part of $1,250,000 
new 7 per cent, first: mortgage bonds, issued to pay for the 
extension from Waterbury, Conn., to Brewsters, N. Y. The 
money is to be paid in ten installments of 10 per cent. each, 
and no two installments will be called for in the same month. 
Installments paid will bear interest from date of payment. 
The bonds will be issued as fast as sections of 10 miles are 
completed, or work equivalent thereto done to the satisfac- 
tion of the company’s Engineer. 


New York & Oswego Midland.—Bondholders who 
have assented to the plan of reorganization are notified that 
they can subscribe pro rata to their holdings to the sum of 
$320,000, for the purpose of paying off the outstanding Re- 
ceiver’s debt, Each $1,000 bond entitles the holder to pay 
$40 in cash, and in the event of the purchase of the road by 
the Committee he will receive $40 of preferred stock and 
$150 of the common stock of the new company. The money 
paid will be returned if the purchase is not made by the 
Committee on return of the receint issued therefor. 

Bondholders and holders of Receiver’s debt (assented) are 
also notified that their subscriptions to first mortgage bonds 


| must be paid on or before Nov. 10 to C. N. Jordan, Chair- 


man, at No. 20 Nassau street, New York. 


Ohio & Mississippi.—The Springfield Division bond- 


Con- 
SAYS: 

‘* A voluminous bili was filed by the Bloodgood party in 
the United States Circuit Court here to-day in the name of 


| the Farmers’ Loan & Trust Company, of New York, against 


the Ohio & Mississippi Railroad Company, Robert Garrett 
& Sons, of Baltimare, the Baltimore & Ohio Railroad Com- 
pany, and Daniel Torrance and — J. Torrance. The bill 
first sets forth the making by the Ohio & Mississippi on Jan. 
30, 1875, of a mortgage covering all its property in Illinois, 
being the Springfield Division, said mortgage constituting a 
first lien upon the said property, and being given to secure 
300 bonds of $10,000 each. Complainant states that but 200 of 
these bonds were issued. These were exchanged subsequently 
for coupon bonds of $1,000 each, amounting to $2,000,000 in 
the aggregate, which are outstanding and unpaid. There is 
now over $280,000 in defaulted interest due on these bonds, 
There are other large claims against the Obio & Mississippi 
held by,the Baltimore & Ohio interest which are not yet due. 
The bill concludes by stating that the holders of the Spring- 
field Division bonds claim that they are, in equity, entitled 
to have said purchase money bonds adjudged to be entitled 
to be paid in full out of said sabienaed property before any 
of the proceeds shall be distributed to holders of said 
hypothecated bonds, and that the creditors holding said 
hypothecated bonds ought to resort to the general property 
of the road which is adequate to satisfy these debts. Com- 
piainant, therefore, prays that defendants be enjoined from 
disposing of any of the bonds held by them, and that a sepa- 
rate receiver be appointed for the Springfield Division, the 
bond creditors believing that in this way such division would 


| yield a much larger revenue, and that the Springfield Div- 


ision may be sold to satisfy the mortgage. No order has yet 
been entered in the case.” 

Old Colony.—This company has made a contract with 
the Union Electric Signal Company to equip several miles of 
its track near Somerset, Mass., with automatic safety sig- 
nals. 

The company has recently sold a large lot of iron rails, 
chiefly taken up from the Cape Cod Division, at $36 per ton, 
realizing a considerable profit by holding them for a time. 


Paris & Danville.—The following circular is dated 
Oct. 8: ‘* Notice is hereby given, that the Danville & South- 
western Railroad Company has acquired by purchase the 
Paris & Danville Railroad and its equipments, and will here- 
after operate the same. All accounts pertaining to the busi- 
ness of the Paris & Danville Railroad while operated by the 
Receiver, prior to Oct, 8, 1879, will be settled by the Re- 
ceiver of that company, and all accounts pertaining to the 
business of said railroad after Oct. 7, 1879, will be settled 
by the Danville & Southwestern Railroad Company. Offi- 
cers and agents of other railroads will please po. their 
reports and communications accordingly.” 

he road was lately sold under foreclosure of mortgage; it 
is in operation from Paris, Ill., to Lawrenceville, 108 miles. 


Pensacola & Selma.—Surveys are bemg made already 
for the extension of this road from" Pineapple, Ala., to a 
junction with the Pensacola Railroad. It is said that the 
new owner of the road, Mr. D. F. Sullivan, of Pensacola, is 
resolved to push the road through. Bids will soon be called 
for the Alabama River bridge, and for other work. 


Petersburg.—In the United States Circuit Court at Rich 
mond, Va., Oct. 18, an order was entered directing the Re 
ceiver to pay, on Nov. 15, the coupons due Jan. 1, 1878, on 
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- NEW JERSEY MINOR RAILROADS IN 1878, 
= | LIABILITIES. TRAFFIC. EARNINGS, | 5 =) 
ear eee rane eee ek 
= B y | ¢ ly [og Q SI w a2] w a) a = 
| ee p | §F baiteer g ¢ | ¥ % Be ee ie*) p + 
| See eee | | | 5 & B |: 
Name or Roap & 24. a fo 2 % 2 : : 8 Ee ; 
ie a ® Ss -|.. = 7 $ = : Babs 3 : 
| 6 S a FI 3 : 5 : 2 so £ : 
| pee Dee Se eee 2 ah at ibe oo 
‘ :B i: “fs 
| 2 | | eae 2 3 2g ie: al F 
By | : | by | ; : . ee : 
| 4 | ; js | ® ; 
| | ; : 2 . z SS z }2 4] ¢ 
— | | Pe | aie 2 —T a ‘eon - —_ 
SONNE 0.0. otcintues cnns.4 secntennsbate Eeba tnb “| 11.3) $117,110).. | $52,000) 14,700 .......... rr o5.eas $4,431 $1.004 $481) ao 
Camden, Gloucester & Mt. Ephraim... «| 6.0) 64,500 La aatanoes Jeses oe Niohio ds dus a EA 5,138 20,514 6,376) 2,523)......| 
Charlotteburg & Green Lake.............cc.cceecccecces coerce --| 4.5! 100,000).......... loaes ewehed on? tie evacdwawt FS sda tes 3,873, 3.549 324 861 72 
po RES VE a A ee ee ee 2.5 30,000) .......... | I a 1 ee 11,861 8,353 3,508) 4,744 1,403 
Freehold & Jamesburg iz i rec Leabeewehse tre s<cese | Mo feeb Jessesees 51,304, 49,136 2.168) 1,852) 78 
Freehold & New York .6 200,000} 106,000} BOT i. ccvclvevieiwecs ee ee 27,836 27,915 *79' 2,200)...... 
SL, Sasnenewsccnnsscbeason 3 BEB DID) occ ccwecss | Sa Nbsedhac| seuss evelsaceevboes 83,131 20,488 12,871 16,617) 5,464) 3,135 
Montclair & Greenwood Lake t PE da oin.4 am eielatbe sans Rbaied las sen'sseceleccrscccleccessccsclooes vee 149,301 148,308 993; 3,641 2 
EE sch Acisn'ss «.05+0neunateteetameiemims> hae ee'ceiieetss : 160,000 ....... .. binedb sada idss cessor esbea rea 23,388 13,003 10,380| 5,438 2,414 
New Jersey & New Yorkt... ........ ‘ 1,187,400 1,034,500! 416,814 159,251 153,729 5,522) 4,363 151 
SO POUT WOINOE So 50 v's 5 cn'csc cnn) SReEERR TUES UabuG be LNEa Uh aca] AD oc oneeurnsarks donde enbhlecebaseecalecee sea” 344,920 324,660 20,251; 2,193 129 
Northern.... 1,000,000 400,000)... as) See 234,720 182,700 52,020) 9,205 2,040 
Ogden Mine wu > 450,000 .........- ‘ 18,194 10,747 7 Ad7 1819 745 
SSS =i Sch ene --| one 1,638,600 236,500 ... 102,017 72,103 29,914) 3,001 874 
Tuckerton...... 31. 297,924 408,000 24,262 23,895 367 783 12 
IN «Os Tin: cedinciahinde age toe’ wenae penal i 1,800,000 1,350,000 ‘ 303,412 120,274 183,138) 15,969 9,030 
NI. 3.0} <ninss dunvusp dea daemon 4 30,000 250,000 ......... 10,685 10,597 86) 1,125) 9 
| | | i 


* Deficit. + Receiver’s report. 
The above figures are from the reports made to the State Comptroller of New Jersey for the year 1878, and include all roads whose reports are not otherwise presented, The reports are required 
chiefly for the paapene of fixing the valuation of the roads for taxation, and the law does not call for statements of traffic. 
The Freehold & Jamesburg includes the Squankum & Freehold, 7.6 miles, and the Farmingdale & Squan Village, 8.6 miles, controlled and worked. | 
The Montclair & Greenwood Lake is the Receiver's statement, covering the period of the receivership, from Oct. 4, 1877, to Nov. 22, 1878, when it was delivered to the New York & Greenwood 
Lake Company, 
‘he Warren road is leased to the Delaware, Lackawanna & Western. 















































irst- trace } s i i as »¢ o . - ly , : ‘ iles fr srne | central Pacific...... ceseseees MOR Natohow, Jack, & Col........... 27 

a cx yg eee with interest from date of ma ec Gite ch wules ly +4 ag 2 Rapids, * —_ from Luverne, | Charlotte, Col. & Augusta..... 121 New Jersey Midland............ 180 

turity unti yw. 15. and will run through to Doon about Nov. 1. \¢ hartiors (P., C- 2 St. L,). £08 x. ¥. jake Pre & West........ 2 
. “ . . : - , Chesapeake & Ohio... 202 New Y vilgh 

Pennsylvania.—This company’s statement shows for the | Shenandoah V alley.—Tracklaying on this road was re- | Chesapeake & Ohio Canal, 449 New York Raw fenton oo AS 
month of September, as compared with September, 1978, sumed some weeks ago, and the rails have now reached | Chicago & Alton... 105 N.Y.,N.H. & Hartford........ 4 
for all lines east of Pittsburgh and Erie : ES White Post, nine miles south by west from the late terminus | (i. Uurington © juin ‘joe Mow Yook Bate beclee 
An increase in gross earnings Of .........e0ecee cece ee ees $477,882 at Berryville, and 33 miles from the Potomac River. Chicago & Lake Huron.... ... 410 Northeastern (S. C.)........ ~ 
An increase in expenses of osb:eiws aloe ea wikis eihasipigh 6:0 Tee 289,440 | 6 4 | Chicago. MIL. & St. Paul........ 282 Northern Central........... eo 

--——-- | Silver Lake.-—The change of gauge of this road was not | Chicago & Northwestern...450, 457 Northern (New Hampshire), ... 304 

Net increase... sae osdscrantat Manat ea racesieataae $188,44°” | to 3 ft., as heretofore stated, but to the standard, 4 ft. 81, in., | - Rock Island SIE. «0 py posmege Sacto. -, ‘aphbdde apoae 281 

For the nine mouths ending Sept. 30, as compared with the | the road having been formerly of 6 ft. gauge, the same as | Gin’@ Mus, Valley... hu Ogdensburg & Lake Champlain 305 
same period in 1878, the same lines show : the Erie, which is its only connection. The term “ narrow- | Cle ep Col. Cin, & Ind igre 166 ie & Minstaat rp St eieipasede 

, : : ' — : ¢ < : i cctein isleac ‘leve., Mt. Vernon & Dela,..... Oregon & California........... 206 
An increase in gross earnings of $1.696,294 | B2uge,” as used by local papers, was, in this case, misle ad | taovethed’ @ Patabae 18 Paducah & iieabemiowe 1 3 
An increase in expenses of 1,289,196 | ing; it is now generally taken to mean 3 ft., but in a district | Cleve., Tus. Val. & Wheeling... 218 Pamama............seceseeeeseeee 24AN 

——— | where 6 ft. has been the prevailing-gauge, it is very apt to | Col., Chic. & Ind. Cent.(P.,C. °° Pennsylvania. ......c.esseees 128, 136 

Met Anoveaie ss ii! .'6 0s (uss 4.02 eds Basket -scsssse2+ $407,098 | be used to mean anything less than that. The former name | Oot. B Hocking Ve Son penuezivante Company... S15, bs 

All lines west of Pittsbush and Erie for the nine months of the road was the Rochester & Pine Creek, though it has | Columbus & Toledo : 320 Pensacola & Perdido... S45 
show a surplus ~acye all charges of wee i Mh being a gain of | been known by the present title for several years; the Roch- Concord ie Gagnon ins grreseses ; aus Philadelphia & Reading 30 
$489,560 over the corresponding pet ast year. | ester: Hornellsville & Pine Creek was a different company, | Concord & Claremont... + 422 Phila, Wil. & Baltimore. . 24 

_ ; ; ; ag " ’ SVINC : J , Y> | Connecticut Minor Railroads. 492 Pitts. Cin. & St. Louis, ....020. 

A dispatch from Philadelphia, Oct. 22, B:° Robert Ar-| though of very similar name. The Silver Lake road ex Conn. & Passumpaic Rivers... 42 Pitts, FL W.& Che (Penns, Co.) 
thur, a stockholder of the I ey phere Rai an Os oar | tends from Perry, N. Y., to Gainesville, 61 miles. Connecticut River.. teseiessee 6H : ; 211, 218 
filed a bill inequity asking that that company be enjoined | | : 4 ,, | Cumberland Valley............. 506 Pitts., Titusville & Buffalo..,... 906 
from construstinn the ro moe elevated vairosd on ilbert | Springfield, Jackson & Pomeroy.—The sale of this (a ey, Te . B.4 early Rear conatvale 502 
street, and erecting a aes over the Schuylkill River to | road to General Thomas, of Columbus, ©., has been con- | payion & Southeastern ........ 106 Providence & Worvester......! 
connect the elevated road with the main line. Mr. Arthur | firmed by the court. A proposition from other parties to pay | Delaware..................060. 54 Pullman Palace Car Co.... .... 5 
asks the injunction on the ground, as he claims, that the | $500,000 for the road was made to the court, but afterward | Pelaware & Bound Brook 248 Quebec, Mont., Ott. & Occi.. + 
company has no authority under the constitution to construct | Withdrawn. Del., Lack, & Western... ai Richmond, Fred. & Potomac, . 

“ i 5 wn ‘ . P »tre tay City...... 348 u . ee Pitt 
such a road, and that it will lead to numerous claimsaud) ‘pexas & Pacific.—Notice is given that 71 first-mortgage | Poirelt F Bey oye ON Be Wena bia +4 
suits ir re the expenditure of a large sum of mone : ‘ | Pekncreeae oa cae owe. & Cosannens te 
suits, will require the expen she i bili Ree forfeit oy bonds of this company have been drawn according to the | Delaware Western,............. 2 Rutland. .... oo... nesses eoese 446 
and subject the company to the liability of a forfeiture of | terms of the mortgage, and holders should present them for Pcs res< 46h coszente: Ue.ay Wi St. Louts Alt. & Terre Matte. 446 
its charter. ee age I - o — 3 bd 1 my _ 2 = — — Erle & Pittsburgh (Penna. Go.).. 318 St. Louls Bridge & Tunnel...... 468 

P ° " . The Phi . . | stree tiladelphia nterest on the drawn bonds will cease | Fitchburg.............00  -ceeee 24 St. Louis, Lron Mt, & Southern, 180 

Philade Iphia & Re adin .—-The F hiladelphia Ledger March 1 1890. The numbers drawn are: 208, 874, B88, | Flint & Pere Marquette. ... 396 St. Louis, Kan, City & Northern 192 
reports : ‘‘ We have authority for stating that it is the inten- e , ine Kae’ kee ee eae Mt ode’ aod’ aie | faly., Houston & Henderson.. 78 St. Louls & San Francisco...... 416 
tion of the company to place all of its securities on the New 442, 460, 496, 51 ty 557, 627, 642, 788, 801, 812, 824, 915, PI cinnc 054 6d coccednuasebante 304 St. Louls & Southeastern aeee os wu 
York Board, it being understood that it will be relieved from | 995, 1048, 1003, 1112, 1139, 1141, 1148, 1206, 1246, 1260, Grand Rapids & Indiana....... 468 Bt. Louls, Van. & Terre Haute.. a 

. e 4 ‘ ave « € ~ ‘ © € rane Tiabesasesthe ses 277 «St. ee 
the necessity of having a general registry of the stock in New | 1308, 1333, 1384, 1420, 1481, 1560, 1577, 1612, 1624, 1843, | (NNN western. of Canada 278 St. Paul & Sioux City 


York, which is well known was the reason for the with- 1854, 1883, 1925, 1927, 1991, 2018, 2109, 2169, 2360, 2866, | Hannibal & St. Joseph... 52 Sandersville & Tenni 





drawal of its shares from the New York Stock Exchange 2461, 2545, 2586, 2688, 2758, 2796, 2808, 2831, 2859, 2806, | Hartford, Prov. & Fishkil 122 Scioto Valley... gees 
some years ago. The Fidelity Insurance, Trust & Safe De- | 2922, 3082, 3159, 3207. 3211, 3219, 3253, 8254, 3271, 3277, i aan. - 7) foots Gatling... 
posit Company, of this city, will act as the general register | 3283, 3285, 3313, 3449, 3489 and 3533. Houston & Texas Central...... 306 Southern Central...... 


of the stock m New York, and the Farmers’ Loan & Trust 


Hunt. & Broad Top Hountern, .. ion Southern Minnesota 
Company, of New York, who were the old agents of the ets. 


422 
Vermont & Canada.—At the annual meeting, Oct. 16, | [linols Central.. Terre Haute & Indianapolis... 492 
. 1 





» stoc ted > acti } | (linois Minor Raliroads........ 480 Texas & Pacific...............++- 40 
Reading Company for this purpose, will have charge of the the stockholders voted to approve and ratify the action Of | tiinols Railroad Commission. 117 ‘Troy & Boston... vkcnoey aa 
t fers and register of suc stock s is dealt in N the director 8, in executing a mortgage and issuing $500,000 Indianapolis, Bloom. & West.. 205 Union Pacific........ ...... .. 165 
ransiers an Bis suca # as & Coat 22 eW | bonds, to retire the securities known as the Vermont Central | Indianapolis’ & St. Louls....... 206 United New Jersey... ..... .. 005 
York. We understand that one of the principal reasons of | 444 Vermont & Canada guarantee notes Ind. & Vincennes(Penna. Co.).. 218 U.S Rolling Stoek Co...., rm 
the company for again placing its securities in New q y International & Gt, Northern, 205 Utica & Black River... .... 2 
York has been a desire to have the benefit of the| Wabash, St. Louis & Pacific.—A dispatch from St. | ow’ Minor Kallroaids.--. «..... 408 Vieksburg & Meridian. roe 







New York money market for loans made upon the | Louis, Oct. 20, says; ‘‘ The last order, to complete the roll- | Jemr., Mad. & Ind. (Penna, Cx 
bonds of the company as collateral. It is well | ing stock and general outfit of the Wabash, St. Louis & Pa- an. City, *. Joe & C, Bluff 
known that the Reading Company has $5,000,000 | cific Railway, was given to-day by Benjamin W. Lewis, Jr., | pee ai 


Ws + ov ehenesnveseasns 
Wash, City, Va. Mid. & Gt, 
Western Ratlroad Associatio: 














sntucky Central.............05 320 Western U slegraph. . 

of unissued general mortgage bonds, upon which, | President of the St. Louis, Kansas City & Northern road. cane eis ye . ** oT Fone hg pe nan te 
we are told, the amount due to the various banks in New | The new equipment will consist of 80 locomotives, 15 pas- ase pte Mich, South,, 254, oy ba py ng ‘ ee teeeeeel 
York and Philadelphia which hold them as collateral has | senger coaches, and 3,100 freight cars, of which 500 will be | eee teen a Where thie Halteoada poe 
been reduced to below venga pee Hoe that they have also | stock cars, and 400 coal cars. The whole will cost $1,900,- | Little Milam! (P., C. & St. L.).... 206 Wis. Railroad Commiasion. ... 2 

, . e . r av wi i . ” | sland...... Se ahadis --. 12 Worcester & Nashua ........... ( 
were precy wf og Mi Be Bor le | G00, They will be delivered by March 1, next. | Loutaville & Nashville.......... M7 Worthington & Sioux Falls,... 480 
cit aman the bre tetan he c | Warwick Valley.—It is proposed to build a branch line | Mine Cemtral........eereeeeees 1% 
gin upon the two issues of bonds belonging to the company | >. ation & fr Ww ick. N. Y ho | - 
is, therefore, many millions of dollars, and ainply sufficient, | #bout four miles long from near Warwick, N. Y., to the | Conveal Pasiiie. 
it is believed, for all its future financial requirements, until | Parrott and Standish iron mines, with a sub-branch of two petal 


! F : : iles to reach other mines belonging to the Thomas Iron | _ 
some general scheme, which, we understand, is now being miles : li : OC “ This company’s report for the calendar year 1878, gives 
considered, is brought forward for the final relief of the |Company. The re is promised at least 40,000 tons of or | the length of line worked at the close of the year as tollows: 
company from all financial embarrassments. It is under- | ® Year 48 S00n as the extension to McAfee Valley, now in 




























































stood that several of the New York banks and trust com- Progress, is finished, provided this branch is built. na Ginn: Wisieiaiten en Ciidiia iiBes. 
panies have expressed themselves as quite willing to lend West Chester & Philadelphia.—This company is | Gregon Division, Roseville, Cal., to Redding... 10) 451.45 
money upon the bonds of the Reading Railroad Company, | making surveys for a branch to run from Morton, Pa., east | Visalia Division, Lathrop to Goshen..,..... ............+. 146.30 
if the requirements of their institutions are complied with, by south to Chester, about five miles. The object is tosecure | Oakland and Alameda branches... 2.2.6.6... ..600e0000+ 15.56 
an imperative one of which is that all securities upon which | a branch to Chester and to the Delaware River wharves | 840 Jose Branch, Niles to San Jose.......... 00 cccceece es 7.54 
they loan money should be quoted upon the New York Stock ! there. | ‘ — 
Exchange, and we cannot, therefore, but think that the | x Total... ....-++++.0+ Frets seeteeeenaeeeeeaseeeeens 1,214.08 
action of the company in this matter has been wise and pru-| West Jersey & Atlantic City.—The West Jersey | Leased; 
dent.” | Company Renoarece * haul = —— - this — between | Southern Pacific, ( Jochen i Les Angeles entapans 962.00 
H Camden and Newfie n case the road is built. e project- ” ri 48 Angeles to Yuma ...... 248.7) 
Quakertown & Delaware River.-—-It is proposed to | orgs expect to begin work very soon, ' ‘Los Angeles to Wilmington..... 22.30 
build a railroad from Quakertown, on the North Pennsyl- Goshen to Huron. .. + 40.00 
vania road, in Bucks County, Pa., northwest to the Dela- P , — "anea 
ware near Durham. The distance is about 14 miles through | - ANNUAL REPORTS. San Pablo & Tulare RRS datealiaiee anduiihenae sii “40.32 
avery fine farming country, and the road could be made to | . . ree ee , Northern R. R. and Berkeley Branch............ 30.42 
serve some large limestone and slate quarries, | The following is an index to the reports of companies | Northern B B , Woodland to Witows “gee 04.55 
. P ic i i revi ; » thi -| Los A sles & Independence R. R.... vel 0.69 
St. Louis, Kansas & Arizona.—Track on this road is | which have been reviewed in previous numbers of this vol- | prod 5 btn Gale my ed me ttsesss Gage 
now laid to Garnett, Kan., 21 miles southwest from Ossa- | ume of the Railroad Gazette ; Los Angeles & San Diego R. R., Florence to Santa 
watomie, the last point noted, and 28 miles from the start- | Page, Seas. ADB. ....-..0seeseseves Pb yndli bute’ dow densa ude emc on 27.60 
ing point at Paola, Work on the extension of the line ispro- | hy POPP PETES: “Sse Maine Minor Railroads......... 4 | Stockton & Copperopolis R. Rew... eee ees, 40.00 
zressing well beyond Garnett | A & Nebraska ....:..... B05 h & Lawrence ....... #48 | California Pacific R. R., including Water route 
gre B : : Topeka & Santa 277 quette, Houghton & Ont..., 362 | from San Francisco to South Vallejo, 26 miles... 139 g2 
St. Paul & Sioux City.—The track on the Ft. Dodge | & Yparicme Air Lane... #8 Se eee eer Rallronds 446 | . 963.50 
Branch is now laid to Blue Earth City, Minn., 34 miles from | 4 4 iehigan Central...... 262, 260, 277 Total worked 2177.58 
the junction at Crystal Lake. It will be pormely opened in | 532 » Railroad Commis wits _ — ' sihdihahhess sich 
a few days with a celebration at the new terminus. | Alt "oR Mi ‘a Winot Ralitoada.””” 639 The only change in line owned was the addition of 0,02 
On the 3 — ogi emma gr o- hag zone | merch. & N. % Misaianippl & Tennessee. *: 247 | miles to the Alameda Branch. The line leased was increased 
Ss i . ile w n line a ssourl, Kansas ‘exn 4 , , ‘ing of » Northern road from West Oak o 
Wises tole and the amps ver eye which is | dar é ne dd oo M rth Jeanie a oa +r i lit to Berkel — -+ 
: ’ ' ry ; y } & N.Y. Air Line ....... 342 Mobile & Montgomery.... 320 Martinez Junction, with some addition to Berkeley Branch, 
fast filling up. |  & Mo. piver in Nebraska, 518 ponte & Ohio... ‘igeg 505 > making 31.68 miles addition : the extension of the Northern 
» . i 5 ; t. Louw ontpelier y tiver...... 12 | pr ir ili A fj s, 25.61 : » ope g of the 
; Track on the Rock Rapids Branch is now laid from the ale, 5 0. Faas... = yy © hanpsabienbpagen = road from W illiams t ) W illows, 25.61 : the pening f tt e 
starting point at Luverne, Minn., down the Rock River to | Gentral, of lowa 151 Nashua & Lowell........ 82 | San Pablo & Tulare road from Martinez to Tracy, 46.5% 
Doon, in Lyon County, Ia., a distance of 28 miles. Trains Central, of New Jersey......... 121 Nashville, Chatta. & St. L.)):/: 491 ' miles, and the shortening of the Los Angeles & Independ 























576 











ence road 0.82 mile. 
was 108.51 miles, making average mileage for the year 2,119 
miles, ; 

The railroad and nee equipment of the company is as 
follows, including that of leased lines : 








Owned. Leased. Total. 
Locomotives.....0. 2. isMecesccivass 227 35 262 
Passenger cars, all classes. 202 37 239 
Sleeping and parlor cars.... ....... 41 os 41 
Baggage, mailandexpresscars..... 51 12 63 
Bax CAMs. ...0+-+ swipe ke aie she hwo tal aie 2,543 204 2,807 
Wah GOES. falicc cen cha th¥etessnns “enebl 2,015 41” 2,427 
Ol CORB... bse osvasecsccceresnecbecen 8 aha 8 
Caboose cars. ......++ Wey fi 73 3 76 
Pay and other business cars..... 5 Bon 5 
Wreck, tool, ete., CAPB.....-.+000055- 21 21 
Hand and dump cars.... .. sees “O62 218 770 
BNOw-PlOws .. .-cecvevecersroevsces 9 9 

Floating: 
Ferry steamers... .-...... 0-004 + oees 10 10 
River steamers and tugs 2 2 
DOPHOS.. 00 oscssusiceeuckee . Si, 14 


Two tugs and 12 barges leased from the Southern Pacific 
and in use at Los Angeles were sold. blag a peg r, 2 
baggage, 4 station and 304 flat cars were t at ra- 
mento shops, either as additions or to replace cars destroyed. 

The general balance sheet 1s as follows: 











ia. girs: bend de iba Caner es Cae $54,275,500.00 
Funded GOUT io walsh honeas dimobdn ida aiones 56, 000,00 
Trustees of land grant mortgage.................. 290,577.71 
Unclaimed dividenda................- 784.00 
Hospital fund....... .seeeeeeereees : 73,894.25 
Government HONGS. ......2scccrecssrececsececcseees 27,855,680.00 
SD TRE BONNE. ova sn. 6.00 ccnd gr ehoheme ve \ersieape h 12,339,278,.10 
Balance Of ROCOUMMB. 05.0 vcebseecces coereecdoes 1,819,486.69 
Total... cccsccsesecvesdveeeeccsstverovrercsers $153,051 ,200,75 
Canstraction. ... cci.vsevscccuivewe $134,650,527.89 
Manipment.... - <sresvrsesosier see 7,956.113.66 
rr re ors 1,480,267.67 
RF eee 1,002,774.04 
Machinery $n GROWER. 6c. crcdceese ces 689,378.69 
Furniture, telegraph instruments, 
safes, CC. .....06+-es08 pottibaiine 154,499.2 
Steamers, Sacramento River ...... 644, 
Sinking fund No. 1, for redemption 
of convertible mortgage bonds.. —_‘:1,073,210.38 
Sinking fund No, 2, for redemption 
of California state bonds .... 634,486.00 
Sinking fund No. 3, forredem n 
of first-mortgage bonds the 
company, Series A, B, Cand D... 634,486.00 
Sinking fund No. 4, for redemption 
of first-mortgage bonds the , 
company, Series E, F, G, H, 
SD TOE Ge en ea 444,281.37 
Sinking fund No. 5, for redemption 
of first-mortgage bonds of t 
Western Pacific, Series A and B. 78,866.21 
Sinking fund No, 6, for redemption 
of first-mortgage bonds the 
California & Oregon, Series A 
OE TD ies nndbakacene ghirantake cela 430,929.76 
Materials in shops ....  «...-+.ee0e 808,319.25 
” (00 GOOG: cud sidan ast ccseas 18,353.58 
for track repairs......... 342,884.92 
heal «..~ ivess'sbes see ipees veeeea nee 498,381.61 
RPA a ee 1,508, 599.74 





———— 153,051,200,75 
The amount of stock is unchanged; the bonded debt was 

increased by $1,509,000 duri 
The statement of traffic for t 
Train mileage: 1878. 


year. 
e year is as follows; 
1877. 





Inc. or Dee. Pe. 
Passenger...... ... 2,058,550 1,946,199 I. 112,360 5.8 
Freight............ 8,460,885 $441,614 1. "8.271 O08 
Service and switch- 
ing ve = 1,823,726 1,226,581 1. 97.145 7.0 
Total 6,852,170 6,614,304 I, 237.776 46 
Passengers carried 6,979,188 6.820.556 1 158,632 2.3 
Passenger mileage 178,773.325 181,699,612 D. “926,287 1.6 
Tons freight car 
ried ie , oie 1,787,642 1, 265,070 17.4 
Tonnage mileage.. 302,040,502 I, 20,407,282 8.1 
Av. train load: 
Passengers, num- 
OP: ist vinsd ay" 86.84 93.36 D, 652 7.0 
Freight, tons...... 113,238 105.63 1, 7.62 72 


In this comparison, the year 1877 is made to include al 
the leased lines. A more detailed statement of pas .engers 
and freight carried is as follows: 









1878. 1877. 1876. 
Passengers, through...., 63,494 78,282 98,420 
" local, rail... .... 1,161,082 1,080,253 691,282 
local, ferry...... 3,754,602 §.661621 — 4,982°957 
Total..........sccs.eceeee 6,979,188 6,820,556 5,772,650 
Tons freight, local............ 1,209,873 971,678 25/311 
= « through.... .... 80,072 173,240 188,77 
“ company........  302,84v 877,057 329,001 
Pobad ;, «is dncgeegaee 1,782,787 1,582,572 1,443,086 


The average rate per passenger per mile was 2.95 cents in 
1878, 3.02 in 1877, and 8.24 in 1876. The ferry passen- 
gers are those carried between San Francisco and Alameda 
and Oakland, who are carried a short distance in the cars, as 
well as over the ferry, The General Freight Agent’s state- 
ment is as follows ; 

“Of the local freight, there was forwarded from the 
agricultural districts the ral markets, 160,462,250 
pounds in 1877 and 400,320 pounds in 1878. 

“The exbibit for 1878, as compared with 1877, in local 
freight, shows an increase of 38,19 per cent., or 668,665,210 
pounds, and an increase in tons hauled one mile of 15.22 per 
cent, J 

“In through freights an increase of 3.95 per cent., or 
18,664,669 pounds, and an increase in tons hauled one mile 
of 6.39 per cent, 

**Company’s freight hauled increased over previous year, 
8.46 per cent., or 62,066,530 pounds, and a decrease of 0.60 
per cent. in tons hauled one allie. 

“Exclusive of grain hauled to the general markets, the 
local traffic shows an increase in 1878 of 12.99 per cent., or 
206,718,140 pounds. 

“There was an increase of 287.88 per cent. in tonnage, 
and 214.92 ga cent. in earnings, of the grain traffic of 1878, 
as compared ‘with 1877, 

“This is largely due to the fact that the business of the 
California Pacific, the Northern Railway and the Stockton 
& Copperopolis was included for 1878, showing the rich 
grain producing districts through which they run to be of 
— ee fr ios the ao 

socomotive service cos' .81 cents per mile run, against 
33.12 cents in 1877. The mileage of various classes of cars 
and their cost for repairs per mile run was as follows: 











Mileage.-——-—. —Cost of repairs. 
: 1877. 1878, 1877. 1878. 
Sleeping cars.... 1,727,252 1,745,861 4.84 3.84 
Passenger cars.. 5,011,547 5,172,858 2.51 2.56 
Baggage, mail, y 
and express 
ecars.... ....... 3,388,146 3,70 
Emigrant cars.. 2 384.931 2a98 ote 142 Lae 
cers’ cars. 89,800 87,723 0.62 0.67 
Freight cars .... 56,189,846 55,245,152 0.79 0.738 
Foreign cars... 2,850,516 5,174,893 0.33 0.31 
Total.. ... 71,651,038 73,366,054 107 0.96 


Net increase in mileage worked } 
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Mileage of Central Pacific cars on foreign roads was, in | 


1877, 6,603,353 miles; and in 1878, 3,903,094 miles. | 


A detailed statement of the earnings and expenses for the | 
year is as follows : 


Earnings. Coin. Currency, 
Freight.... $7,620,044.75 $3,181,651.65 
Passenger... 4,506,245.98  1,778,667.09 
Express.... ... 149,340.32 86,455.44 
eS ae dete. ate 438,799.61 
Miscellaneous 350,269.28 2,943.87 
Sleeping-car. 68,553.50 93,445.00 
Telegraph.......... 2 |. 2a 2 
Rental........ 62,413.69 3,561.02 
Baggage..... 17,670.69 33,441.83 
Mileage.... . 13,772.63 8,110.59 
Wharfage.. * 42,748.94 RS F 





$5,622,056.00 





Expense of super 
intendents.... 
Station service 





Telegraph service. 

n service....., 220. 

Sleeping car ser | 

vice... Mee 26,932.56 
Ferry service (Oak 

ee 416,981.48 30.60 
Ferry service (Val 

lejo).. . ey 229,512.08 
Lighterage and 

wharf service 48,091.57 

Locomotive service 1,716,058.83 

Snow service ... 57,556.76 ib segs ties 

Repairs of track 1,757,140.16 316.97 

pairs of snow 
sheds....... 23,860.12 

Repairs of bridges 158,272.29 pees 

of of build 
DO Bias fits: 111,322.19 ; 

Repairs of engines. 424,842.86 eka eeuate 
bed of cars ... 706, 184.67 1,176.41 
vad docks, .. 57,480.54 ere PoP 

Office expenses.... 218,885.77 83.33 

Stationery and 

} memories nM ERR 45,197.43 1,688.60 

Advertising ...... 15,727.48 4,257.38 


Loss and damage 
to freight .. ; 
Damage — Persons 
and property .... 


5,493.41 2,354.67 


10,547.86 


525.50 


Miscellaneous ex 
=e 75,775.70 4,281.33 
| ; 67,491.21 36.00 

Ins. and loss by 
ee 6 ace: on 36,776.81 12.50 
Leased railroads 1,215, 129.90 18,888.60 
Mileage........ fee. ; 16,826.26 
$8,723,105,.23 $57,507.25 


8,723,105,28 
ee $8,780,312.48 
$8,750.546,07 
8,273.18 
4,120.57 
50.08 


Gross earn. per mile 
Net earn. per mile.. 
Ns IE IR ess okie eons oees caseccccdesses ; 


A general comparison for three years is as follows: 


1878. 1877 1876. 
Earnings..... $17,.530,855.55 $16,471,144.11 $16,994,216.30 
Expenses. 8,780,312.48 7,774,417.76 7,857,211.57 





Net earnings $8,696,726 35 $9,137,004.73 


$8,750,546.07 
Average mileage 2,119 1,783 1,425 


$71,122.74 | 
609,546.12 


6,510.10 
a | ger, 12 stock and 38 flat cars, and a decrease of 2 engines, 7 





The profit and loss account for the year was as follows: 
Balance to credit, Jan. 1, 1878 $8, 656,466,02 
Earnings for year L87B.... $17,550,858. 55 
Less expense of opePat ing 8.780.512.4858 
8,750,546 07 | 

118,702, 29 

108,208.64 | 


Interest on sinking funds 

Operating river steamers and barges 

Land grant bonds redeemed with 
land sales 


proceeds of 
1,151,000,00 


Total 
Interest. 
ae sina 
General and miscellaneous expenses 
Legal expenses ss 
Civil engineering... 


$18,784,923.02 
$5.054,779. 82 
341,430,638 
646,363.08 
167,771.65 
23,045.55 
ul 





Discount on currency receipts 15,05 } 
Land department expenses 47,26 | 
Leased railroads to June 30, 1878 1,251,040.45 
Balance.............. ‘ 10 


12,339,278. 
—————- ——  18,784,023.02 

The Chief Engineer reports renewals of 59.35 miles of 
track with steel, 1.62 miles with iron, and 397,730 new ties 
laid. ‘The track was fully maintained ‘and many improve- 
ments made in road and buildings. He also refers to the 
improvements in progress at Oakland, and recommends 
changes at Yuba and Feather rivers, to prevent damage by | 
freshets. 

The Land Agent reports for 1878 sules of 78,100.13 acres 
for $643,776.71. The foot-hills land of the Sierra Nevada | 
have been found better than expected, but much trouble is | 
caused there by the minerai reservations. The lands along | 
the Humboldt in Nevada, formerly called desert, are now 
found very fertile when irrigated. 

President Stanford speaks at considerable length of the new 
California constitution and its probable effects, predicting 
no permanent settlement of the railroad question unless it is 
upon a just and wise basis. While the constitution may in- 
jure existing railroads somewhat, it may alsc benefit them 
by preventing the building of competing roads. In conclu- 
sion he says: 

“The changes in the organic law in relation to railroad 
corporations were undoubtedly influenced by the considera- 
tion that your company has received in some manner aid 
from county, state and national governments; but, as to 
what this aid was, there is unquestionably great misappre- 
hension. The fact is, there has nevcr been any donation 
made to your company, either by the national, the state or 
the county governments. The counties of Sacramento and 
Placer subscribed to the stock of your original ¢om- 
pany, and gave their bonds in payment. Afterward 
they disposed of their stock for as much as, or more 
than, the bonds were worth at the time they 
issued them. The city and county of San Francisco, 
apprehensive of possible liability for the debts of the com- 
pany when its affairs did not look very bright, compromised 
with the company, and, in lieu of subscribing for stock, gave 
400 of her bonds. The only aid rendered by the state was | 
under contract to pay the interest on 1,500 of the company’s | 
bonds of $1,000 each—the company to pay the principal, and | 
in return it was to render, and has been rendering, very im- 

rtantservice. The aid derived from the government of | 

he United States was its bonds loaned, and alternate | 
sections of land given upon a contract very onerous upon | 
your ge ef and of which only its possible want of abil- | 
ity to otherwise construct the road justified acceptance. | 
Your company has not been enriched by donations. The | 
county, state and national governments have, under their 
contracts, not only realized all, and more than they ex- 
pected, but have had much the best of the bargain. If, 
when they made those contracts, they wanted somethin 
else than therein provided—a freer exercise of power o 
re tion, for instance—they ought to have so nominated 
in the bond. Toclaim and to take what is not so nominated 
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is to take by the exercise of might, not of right. Under 
these contracts, the company owes the counties, the state 
and the United States, nothing but its good will and loy- 
alty.” 


Indianapolis, Cincinnati & La Fayette. 


This company owns a line from Cincinnati through Indian- 
apolis to La Fayette, Ind., 179 miles; the Greensburg Branch 


| from Greensburg, Ind., to some stone quarries, 5.5 miles; the 


Harrison Branch, from Valley Junction, O., to Harrison, 7 
miles, and the Hardentown cut-off, used as part of the main 


| line, 2.5 lines, making 194 miles in all, with 33 miles of sid- 
| ings. 
| suits for foreclosure of mortgage, and his latest report is for 
| the year ending June 30, 1879. 

$17.530,858.55 | 1 chair, 6 postal and 18 baggage cars; 658 box, 63 stock, 66 


The road is worked by Mr. M. E. Ingalls, Receiver in 


The equipment consists of 50 engines; 38 passenger, 3 parlor, 


coal, 321 flat and 17 caboose cars; 1 pay, 2 camp and 38 tool 
cars. This is an increase from the previous year of 1 passen- 


box and 2% caboose cars. 
Being a receiver’s report, no general balance-sheet is 
given, but the following statement of liabilities, June 30, 
879, is presented: 
Stock ($28,800 per mile) 
Bonds ($58,382 per mile) 
Floating debt, company’s.... 
6 ie Receiver’s. ... 


$5,587 150.00 
11,526,050 .00 
140,584 .67 
233,182.93 


Total . at $17,286,967 .60 
A detailed statement of the funded debt is as follows : 
Indianapolis & Cincinnati, first-mortgage bonds of 
1858 








PO SAN Grbhce se cbstbsbekiss onp 6b resem hor ke nena 6 $1,600,000 
Cincinnati & Indiana, first-mortgage bonds of 1862. 499,000 
Cincinnati & Indiana, second-mortgage bonds of 
DNF sii cdg Sa? Mabetncetasecedecdbuneeuert ES 1,501,000 
Cincinnati & Indiana, second-mortgage funded 
COUPONS. «2 scciccdscccwrcccove secscccevcccstvccseetee 44,000 
Ind., Cin. & L. bonds of 1867............. $2,800,000 
Unpaid coupons on same, with interest... 934,000 
3,734,000 
Funded coupons from bonds of 1867 ............... 79,000 
IT III, ih ne ccicuh « seimonsoe. epaedeersounes 362,000 
Total prior liens ($40,304 per mile)....... .. $7,819,000 
Ind., C. & L. bonds of 1869, third mort- 
RI Re Sneees cae 50 $1,767,000 
Funded coupons from same.... .......... 320.750 
—- 2,087,750 
Ind.,C. & L. funded debt bonds of 1873 ............... 1,419,300 
Total ($58,382 per mile)............ .......... -. $11,326,050 


An effort is now being made to unite the bondholders in 
some plan of reorganization, which shall relieve the company 
permanently from its too heavy funded debt,and leave it with 
only such bonds as it can fairly expect to pay interest on 
regularly. 

‘he traffic of the road for the year was as follows : 


1878-79. 1877-78. Inc, or Dec. P. c. 
Train mileage..... . 1,160,551 1,135,517 1. 25,084 2.2 
Mileage of passenger- 
train CATs ........... 2,600,729 2,598,437 2.292 0.1 
Mileage of freightcars. 3,804,098  %,345,626 L. 458.472 13.7 
Passengers carried... . 521 580 549,587 D. 28,007 5.1 
Passenger mileage... 17,689,617 18,971,743 D. 1,282,126 6.8 
Tons freight carried... 457,135 1. 83,680 18.3 


540,815 
Tonnage mileage. . ies 
Average rate : 
Per passenger per mile. 
Per ton per mile....... 


41,000,163 


2.67 cts. J. 0.05 cts, 
1.68 * D>, tm * 


Average mileage was 24,350 miles per engine, and 42,635 


2.72 cts. 1.0 
1,52 9.5 


| miles per passenger-train car ; 24.7 on cent. of the freight 


car mileage was of empty cars. Locomotive service cost 
15.31 cents per mile ; passenger car expenses, repairs, heat- 
ing, lighting, ete., were 1.28 cents per mile, and freight car 
expenses, 1.71 cents per mile. Through passenger trains 
earned $1.35 per mile run; commutation and special trains, 
$0.50 ; freight trains, $1.70. The average cost per mile for 
all trains was 71.4 cents. 
The Receiver’s account for the year was as follows : 





Balance, June 30, 1878.... $283,423.98 
Earnings. ... eerebliwe v adebad Mabe eb es copiesie 1.342,701.45 
Pi natiasciantehsaketbeis* aibevenesaereenes $1.626,125.43 
Expenses and taxes...... cats $834,781.15 
Interest and Lond interest........... . 408,361.64 
Aveounts charged off.... ............ 755.00 
—————__ 1,244,897.79 


f . $382,227.64 
The interest paid on bonds during the year was $391,036; 
the balance of $17,325.64 was on other debt. 
The earnings of the year were as follows: 


Balance, June 30, 1879 


1878-79. 1877-78. Inc. or Dec. P. ¢. 
Passengers. $460,431.99 $493,984.84 D. $33,552.55 6.8 
Freight.... .... 763,420.02 683,470.23 TT. 79,949.79 11.7 
Express and 
mail at 80,107.40 89.132.97 D. 9,025.48 10.1 
Rents, etc.... 38,741.95 42,499.09 D 3,757.14 8.8 
Total ..81,342,701.45 $1,309,087.13 T. $33,614.32 2.6 
Working ex 
penses... 799,359.31 771,506.97 I. 27,852.34 3.6 
WEROB. 6.0% 5 35,421.84 43,191.80 D. 7,769.96 18,0 
Total, . $834,781.15 $814,698 77 I. $20,082.38 25 


Netearnings.... $507,920.30 $494,588.36 I. $13,531.94 2.7 


Gross earn. per 


mile .... 6,921.14 6,818.16 I. 102.98 1.5 
Net earn. per 

mile.... .. ‘ 2,618.15 2,574.94 1. 43.21 1.7 
Per cent, work- 

ing expenses... 59,53 58.93 LL 0.60 1.0 
Per cent. all ex 

penses.... . 62.17 62.23 D. 0.06 0.1 


The net earnings for the year were 4.48 per cent. on the 


| entire bonded debt, or 6.50 per cent, on the prior liens as re- 


ported above. 

Receiver Ingall’s report says: ** All expenses for construc- 
tion of new side tracks, etc., have been charged directly to 
expenses. Rates have been low. These causes combined 
have carried Gur operating expenses up to 59.53 per cent. 
With this expenditure the property has been materially im- 
proved. Twenty-five miles of muin track has been renewed 
with steel, making 116 miles in al) laid with this material: 
76,420 new ties were put in the track and the ballast im- 
proved; 11,440 feet of new sidings laid, making a little over 
227 miles of track owned by the ccmpany. * ia 

**Our arrangements with connecting taes have continued 
to work well, and as good rates have been obtained as was 
possible with the extreme low rates made by the trunk lines 
during a large portion of the year. 

‘*Since the Jast report was published an agreement of re- 
organization has been preraied and signed by alarge ma- 
jority of the partics in interest, and a speedy sale is looked 
for. 

‘* | believe if all the parties in interest will join, they will 


; in time get back a portion, if not all, of their losses in the 


securities of this company. They have a valuable property 
if it can be put on a- sound financial) basis. 

‘All the employés during the year have labored with 
zeal and fidelity.” 





